





Vol. XXXI 


The Traffic World 


ISSUED EVERY SATURDAY BY 


THE TRAFFIC SERVICE CORPORATION, CHICAGO, ILL. 
(Copyright, 1923. Seventeenth Year) 
(Member of A. B. C.) 


A working tool for traffic men, both industrial and railroad; a national journal of transportation news; independent as between carrier and shipper 


SATURDAY, JUNE 23, 1923 


No. 25 





é, F. HAMM, President W. C. TYLER, Secretary-Treasurer 

H. A. PALMER, Editor and Neneee R. J. BAYER, Circulation Manager 
H. W. KELLOGG, Advertising Manager 

1. V. A. WAIT, New York Advertising Representative (51_E. 42nd St.) 


. HAMM, Ma A A. E. HEISS, Chief, 
vie Sotsin.) Servies Department, Washington 


Washington News Bureau 
All subscriptions are payable in advance and renew automatically at end of period unless 
notification to contrary is given. 


All remittances should be made payable to order of THE TRAFFIC SERVICE COR- 
PORATION, Chicago, and should be in Chicago or New York exchange. 














TERMS OF SUBSCRIPTION 


BARS.) oe &-0 0 ee 0 6 00 ° wees gupweite 6 ‘ele ©. % $10.00 

SIX MONTHS. . Te o ee Cle ee +i ook oe Sie Se 6.00 
BER NUMECES 6 0 + 6 6 0 0 8 8 6 6S eee gs SOLS oe 2 6 3.00 
Ce. 6 6 %— («% of.6. 0/0 xe! 00, 6.30 01s, ore ere ees 25 





418-430 South Market Street, 


Colorado Building, 
CHICAGO, ILL. 


WASHINGTON, D. C. 





HANDS OFF THE TRANSPORTATION ACT 

The Railway Business Association is sending out 
post cards asking for signatures to the following: 

Since to meet the 1923 peak our railways are enlarging and 
improving facilities in a gigantic program based on the faith 
of the managers and investors that government and public will 
continue cooperative, as declared by Congress in 1920, you may 
record the undersigned as favoring further trial of the trans- 
portation act, 1920, without amendment in the 68th Congress. 
Measures designed to break down the railroads and force gov- 
ernment ownership or the Plumb plan should: be rejected. 
Remedial provisions aimed to perfect regulation and promote 
improvement of facilities and service can wait. This is no time 


for tinkering. 

With the purpose of this statement we are in accord. 
Indeed, we believe we were the first to advocate the 
keeping of hands off the transportation act, even by its 
friends, with the intention of improving it, lest the way 
be opened for attacks by its enemies and the enemies of 
sound transportation policies. We have allowed our- 
selves one exception. That is that we think the trans- 
portation act ought to be amended at once so that con- 
solidations of railroads may be allowed when they meet 
the approval of the Interstate Commerce Commission, 
but that there be no general plan, as now provided 
for, in accordance with which all consolidations must be 
made, if allowed at all. 

Our reasons for this exception are, first, of course, 
that we think the present provision a bad one—though, 
as far as that is concerned, it might wait consideration 
with other bad provisions; and, second, that, though we 
may get along under other objectionable features of the 
law for the sake of preserving its valuable features, this 
Particular provision seems so exceptionally burdensome 
as to call for a movement for immediate relief, even at 
the risk of inviting a fight on other parts of the law. 
It is causing large expense in hearings and in other ways, 
and it is holding up what might be found to be perfectly 
legitimate consolidations and mergers if the Commission 
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could act on them without reference to the necessity 
for deciding on a plan for general consolidation. 

Of course, we realize that, if -we allow ourselves this 
exception, others, by the same logic, might allow them- 
selves other exceptions. But, though the logic would be 
the same, there might be a difference in the importance 
of the considerations involved. We believe our exception 
important enough to stand. We do not believe any other 
that we can think of is important enough to stand. 
Whether an exception is of that importance or not, is, 
of course, a matter of opinion. 


MAYOR HYLAN, VALUATION EXPERT 
As a model of the misrepresentation and ignorance 
of the demagogue, we commend the following letter sent 


by Mayor John F. Hylan, of New York, to municipal 
officers over the country: 


The people of your city and state in common with the rest 
of the country are vitally concerned in the valuation to be 
placed on the railroads of the United States by the Interstate 
Commerce Commission, because an improper valuation will not 
only tend to throttle industry and stifle agriculture but also 
impose a higher cost of living upon the one hundred and ten 
million consuming Americans. 

The tentative valuation of the railroads by the Commission 
has been placed at $18,900,000,000. 

This valuation has been based upon reproduction cost, 
upon the statistics furnished by the railroads. The final valua- 
tion is expected before the close of the next year. 

The railroads are contending for a final valuation of $23,000,- 
000,000. Disinterested railway engineers maintain that the 
valuation should be based upon actual investment, and on this 
basis have reported that a valuation not exceeding $13,000,000,000 
would be adequate. 


This is $10,000,000,000 less than that of the railroads’ own 
valuation. 

It is plain that if the railroads, under the Esch-Cummins 
Act, are to be permitted to earn practically 6% as a “fair return” 
on the excessive valuation of $10,000,000,000 it means that the 
people will be taxed at least $600,000,000 a year on this excess. 
This sum would represent merely the amount taken from them 
in transportation rates. 

The producers of commodities will figure the increased rates 
in their costs, and these costs will be constantly increased by 
the shippers and all who handle the commodities until they 
reach the ultimate consumer. The total mulcting of the people 
will reach to the enormous figure of $1,500,000,000 a year. 

The transcontinental railroads have pooled their interests 
and are waging a vigorous fight to effect the gigantic exploita- 
tion planned and to grasp the prize upon which they have set 
their eyes. 

They are determined to cover the water pumped into their 
capitalizations—which water has already gone over the dam 
to the profit of the favored few—and as a medium through 
which more water may be pumped into their capitalizations thev 
are storming the Interstate Commerce Commission for official 
recognition of their claim of $23,000,000,000 of railroad values. 

The united strength and power of the railroads can only be 
effectively combated by a demonstration of equal strength and 
unity among the people of the various states throughout the 
country. To the wealth and organization of corporate greed 
must be opposed the irresistible force of aroused public opinion. 

The National Conference of the Valuation of American 
Railroads called by Senator LaFollette, seeks to get the public’s 
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side of the railroad valuation case before the Interstate Com- 
merce Commission, in the courts and elsewhere. 

As officials or citizens of our respective cities and states we 
owe a duty to the present as well as future generations to 
further every such conference or movement, which seeks to 
protect the public interest, by forming a solid phalanx in oppo- 
sition to one of the most outrageous “hold-ups” ever attempted 
by the railroad monoply of America. 


It will be recalled that Mr. Hylan attended the recent 
LaFollette valuation conference in Chicago and that he 
made a speech there in favor of government ownership. 
He knows nothing of what has been done or should be 
done in the matter of railroad valuation and is simply 
lending his influence to the political movement, the 
propaganda of which his letter is a part. We do not 
suppose that this stuff is getting anywhere with the 
kind of men who read the Traffic World, but if there 
be some of our readers who are impressed by it, we 
ask them to stop and figure out for themselves the con- 
sequences of reducing, by ten billion dollars, the valua- 
tion on which the adequate return to the railroads is 
estimated. 


THE MOTOR TRUCK 

The motor truck, as a common carrier, as well as a 
substitute for the horse-drawn vehicle in the conduct of 
private business, is now an appreciable factor in transpor- 
tation. It is with the truck as a common carrier that we 
are principally concerned and our position with regard 
toit is sometimes misunderstood. There are those who 
seem to think that we are opposed to the promotion of 
the motor truck as a substitute for the rail carrier and 
that our interest is the protection of the railroad. It may 
be well to state again our position. 

We recognize in the motor truck a valuable agency 
in transportation for short haul business. We hold no 
brief for the rail carriers against any legitimate com- 
petition. If the motor truck can be used to better ad- 
vantage than the rails for certain kinds of transportation, 
and the rails lose business and revenue in consequence, 
they must simply make the best of it as one of the inex- 
orable facts of business. Their brains must be put to 
work to find new ways of making money and meeting 
competition. That is what all business men have to do. 
Sometimes there is no way of successfully meeting new 
competition and the old business goes to the wall or is 
badly crippled. But, generally, there is something that 
canbe done. The users of common carriers—the shippers 
—are entitled to the best and cheapest kind of transpor- 
tation available, whether the rails lose or gain in the 
transaction. 

But the rail carriers are entitled to a square deal in 
meeting this competition. That square deal demands 
that their motor truck competitors shall not be freed 
from the kind of regulation that binds the rail carriers. 
Either the trucks must be regulated or regulation must 
be removed from the rail carriers. That also is funda- 
mental. Moreover, the interests of the shippers them- 
selves demand that there be some sort of regulation of 
motor truck common carriers. Any advantage they may 
enjoy in cut rates due to lack of regulation may easily 
be lost by absence of responsibility on the part of the 
trucking companies that carry their goods. It is im- 
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portant that serious consideration be given to the sane 
regulation of this comparatively new business while it 
is in its infancy and before it acquires, by common usage, 
too many rights or privileges, the removal of which might 
cause hardship. 


There has come to our attention a recently published 
book, written by Percival White, on “Motor Transporta- 
tion of Merchandise and Passengers.” It is a valuable 
work, considering, as it does, motor transportation as a 
rapidly developing business activity and treating of that 
development in all its phases. The chapter on “Truck 
Legislation” is especially interesting, from our point of 
view. It is significant that, though this book shows 
clearly and definitely the development of legislation by 
states and the many different methods of taxation, not 
one state—to say nothing of the nation—has adopted the 
policy of charging the motor truck common carrier, as 
such, for the use of the highways. No distinction is 
apparently made by legislative bodies between the truck 
used for private purposes and the common carrier. This, 
in Our opinion, is a mistake and overlooks a basic prin- 
ciple involved. 


Following are some interesting excerpts from this 
chapter: 


No one doubts that it was the coming of the motor truck 
which revolutionized highway building methods of the country. 
It is easy to judge of the alarm of state officials and of tax- 
payers when they saw the roads disintegrating before their eyes. 
The enormous stimulus to the motor truck industry supplied 
by the war left the truck far in advance of highway develop- 
ment. The result has been a great deal of regulative legislation. 
much of which has been wise; much unwise. 


It is, of course, universally admitted that the truck should 
be regulated by law, for the protection of the industry as well 
as of the public. But that it should be discriminated against 
and loaded with special taxes is obviously unfair and against 
public policy. It is in the interests of all to have cheap trans- 
portation, and the motor truck offers itself as a coordinating 
influence between the prohibitive cost of the railroad, the short- 
haul express route, the limited scope of the parcel post, and 
other methods. 


The problem of legislation has thus become acute, especially 
when in one state a truck may do one thing, and in the neigh- 
boring state may not. Much of the trouble comes through the 
so-called “foreign” traffic, that is, trucks from one state trav- 
ersing another. It is sometimes difficult to see that this will 
benefit the state or increase that state’s trade. The result has 
been that motor truck operators and state officials regard each 
other with mutual disfavor except in those few states where 
legislation has proceeded along rational lines, with a view both 
to the preservation of the highways and to the protection of 
the truck operators. * * * 


As has been said, it is necessary to regulate the motor truck 
industry not only for the protection of the public, but also for 
the protection of the industry itself. The majority of legislation 
so far enacted as affecting trucks alone is aimed at their effect 
on highways, rather than their effect on traffic. Legislation 
of this sort is not only for the purpose of preventing injury to 
the road surface but is also a means of revenue, presumably for 
the purpose of building and maintaining the road. * * 


Another legal question is that which affects the goods 
transportated. So far little has been enacted, but. with the 
growth of highway transport, it will be necessary to pass 
further statutes of this sort. Whether or not the motor vehicle 
will be considered by legislators as a common carrier, in the 
sense that the railroad is, is exceedingly doubtful, but it is 
likely that certain phases of the common carrier laws will be 
applied to transportatiion by truck. 

It takes time to educate the country to measures which 
seem perfectly obvious to those in a position to know. The 
proposed truck law has not yet been adopted by many states, 
but seems bound to come because it is in the public interest 
to have such a law. 

No law is of benefit which has not the power of the state 
behind it as a means of enforcement. And the law should have 
“teeth” in it. Truck operators who overload and overspeed are 
benefited by arrest and fine provided it teaches them not to 
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overload or overspeed again. Overloading and overspeeding 
will cost the truck operator more than the fine paid to the state. 

The display of weights and capacity on the truck is an 
excellent provision of the commercial vehicle law. 

Legislators are too apt to forget in making the laws that 
the purpose is to further highway transportation rather than 
restrict it. To legislate the five-ton truck off the highway will 
do no lasting good; it would be far better to make provision 
for the highway to support the five-ton truck. The tendency 
of states to consider solely their own problems is another matter 
which is likely to cause legislation harmful to highway trans- 
portation. It is only by cooperation that the states can work 
out their highway problems to the best advantage. 


As indicating something of what the rail carriers 
feel about this new competition—or, rather, about the 
unfair advantages that it has over them—we quote the 
following from the B. R. and P. Bulletin: 


Just a few days ago we received’a very interesting circular 
from a motor transportatiion line with headquarters at Buffalo, 
_N. Y., who propose to sell stock in a motor transportation line 
using the highways of New York and Pennsylvania as their 
principal asset. We quote from the pamphlet received, merely 
changing the name of the company: 

Motor Transportation Lines, with Fast Freight Service...........¢. s 


inherits all the advantages ef the railroads WITHOUT THEIR HEAVY 
FIRST INVESTMENT COSTS! 


The Motor Transportation Lines, using the Highways already built, 
DO NOT HAVE TO BUY RIGHT-OF-WAY. There are no ties, no rails 
to lay; no grading to do, no hills to cut down, no valleys to fill, no 
bridges or trestles to erect. 


This interesting prospectus should be in the hands of every 
taxpayer, for here we have a company ingenuously offering to 
make capital from the highways which we taxpayers have pro- 
vided, using them, as is candidly stated, without any heavy first 
investment costs, and it is very interesting to note that while 
they say they have no material to buy, no ties, no rails, they 
might have carried it to a logical conclusion and say that the 
use of the already provided highways eliminates for them the 
hire of all labor incident to the construction of a privately 
owned right-of-way, and, to carry it a step further, they might 
have mentioned that their taxes would be at a practical mini- 
mum, as under the present State Laws the per ton motor tax 
is the only tax imposed on such transportation, while on the 
other hand every taxpayer knows that the railroads average 
the largest individual assessment in each community and are 
consequently at great expense to maintain State Highways for 
the benefit of their competitor. We believe you can draw your 
own conclusinos regarding the unfairness of such traffic. 

Let us now consider its effects on our tax bill, After a 
winter of unusual severity we find our highways in a badly 
damaged condition, pitted with holes and ruts. a condition accord- 
ing to our State Engineers caused by chains on the wheels of 
heavy motor trucks. Most readers know that trucks use only 
one chain on each rear wheel and when this chain hits the 
surface with the hammer blow of a five-ton truck above it, there 
can be no doubt as to the cause of road damage. The “Motor 
Transportation Company” illustrates a truck train of several 
trailers behind, a large five or seven-ton motor truck. Conceive, 
if you can, the repeated blows of one truck after another hitting 
a rut. Of course, you as a taxpayer will repair the highway 
that more trucks may make more holes and you will pay again 
—and again. 

The railroads realize that motorized short haul traffic is 
advantageous, but there is no doubt that for long haul traffic 
the railroad is the logical transportation medium. What happens 
when long distance motorized traffic becomes effective? The 
railroads, with reduced business, will curtail train service. Many 
engine, yard and shop employes will be laid off. Railroad earn- 
ings will shrink and we wish to call your attention to our sub- 
titlk—“‘Prosperous Railroads Make Business Prosper.” 

As a last thought the element of labor should be considered. 
The railroad is by law obliged to have a definite number of men 
to a train. No such law covers motor traffic. Two men could 
easily relay a motor truck caravan and run it 24 hours a day with 
no 16-hour law to observe. 

Mr. Taxpayer, you are paying the bill. Are you going to let 
such conditions drift, or are you going to instruct your rep- 
resentatives to frame and pass a motor traffic bill restricting 
motorized traffic to a basis whereby it will bear an adequate 
ratio of taxation? 

Here is what one state is doing. The motor law of Indiana 
for 1923 provides among other classifications that automobiles 
transporting passengers or freight shall be taxed as follows: 

From 3% to 5 tons capacity--..$125.00 yearly license 

From 5 to 7% tons capacity.... 175.00 yearly license 

From 7% or over capacity..... . 250.00 yearly license 


In considering this problem, our vision must not 
be too narrow. We must not let the desire for lower 
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rates here and there obscure our judgment as to the 
larger considerations. Whatever the motor trucks do 
or do not do, or whatever is or is not done to them, the 
railroads in this country will always be our principal 
means of transportation. It is not wise, therefore, to 
cripple them by unfair tactics for the sake of a spasmodic 
or local benefit to shippers here and there. Our policy 
toward the motor trucks must take into consideration 
the whole transportation situation. 

What we have said applies to boat lines on the 
waterways as well as to motor trucks, and it applies 
also to the projected St. Lawrence Canal and all other 
such proposed waterways. -In this water transportation 


problem the additional phase of direct government com- 
petition is involved. 





MOVE FOR 10 PER CENT REDUCTION 


The following letter, with blank form for signature, ex- 
pressing to the Interstate Commerce Commission the belief 
that a substantial reduction in freight rates would be beneficial 
to all branches of business, that an equitable reciprocal car 
service schedule would give every shipper a square deal as to 
distribution of cars and movement of freight, and that the 
present condition of the railroads warrants a horizontal reduc- 
tion of ten per cent in freight rates, and urgently requesting 
the Commission to give the matter early and serious attention, 
has been sent out by Hugh A. Holmes, chairman of the Ameri- 
can Manufacturers’ Association, 50 Broad street, New York: 


It is generally conceded that a reasonable reduction in freight 
rates would be beneficial to all kinds of business, as present trans- 
portation charges are considerably more than the traffic can or should 
stand. It is also generally conceded that the present condition of the 
railways would allow a substantial reduction without in any way 
impairing their efficiency. 


We have been urged and have consented to sponsor an action 
before the Interstate Commerce Commission for a horizontal reduction 
of 10 per cent in freight rates and an equitable reciprocal car service 
schedule. Nearly all agree that there has been and is more discrimi- 
nation in car service than all other ways combined, and will continue 
so until it is made reciprocal. Also that the railways will not volun- 
tarily make any concession in rates or conditions. In view of what 
has recently happened regarding the mileage book situation we pre- 
sume every one has concluded it is easier to raise rates than to get 
them lowered. 

To finance this action it has been decided to request those inter- 
ested, and who is not, to subscribe the small amount of 1/50 of 1 per 
cent of their capital as rated in Dun or Bradstreet’s and your check 
and co-operation on that basis will be appreciated. 

Kindly sign enclosed request to the Interstate Commerce Com- 
mission and return to this office at your earliest convenience. 


The Cannellton Sewer Pipe Company, Cannellton, Ind., is 
one of those that received the letter. Following is the reply 
of Herbert Webb, its traffic manager: 


We are in receipt of your circular letter of the 16th, also form to 
be signed and sent_to the Interstate-Commerce Commission, request- 
ing a horizontal reduction in all freight rates. 


We are not signing the form because we could not consistently do 
so, and we don’t understand why a well posted business man would 
request a horizontal reduction at this time. We have an idea you will 
get many signers, but we are sure the majority of these signers will 
| R. -—aeaaeaataes who are not really posted on transportation con- 

itions. 

There is entirely too much agitation of the transportation ques- 
tion, largely originating with persons who either don’t know anything 
about the subject or have political axes to grind. The recent ‘“‘valua- 
tion conference” at Chicago, at which Senator LaFollette and Wm. J. 
Bryan ‘“‘shined’”’ being a good example. 

From information we have it appears there has been but two 
months since the passage of the Transportation Act of 1920 that the 
Class I roads have earned more than 5% per cent of the valuation as 
fixed by the Commission. The average for the entire period being far 
below this amount. We will venture to say that the manufacturer 
who has not made a better showing than this, during the same period, 
could easily be classified in the “lame duck” class. 

The transportation system is the very foundation of American 
business and should be let alone for a time, at least until the Com- 
mission and the railroads have a fair chance. If the railroad earn- 
ings should become excessive the Commission will take care of that, 
because public opinion would demand it. 


ILLINOIS CLASSIFICATION 

C. W. Galligan, agent, has filed with the Illinois Commerce 
Commission Illinois Freight Classification No. 12, Ill. C. C. No. 
7, effective August 1, 1923, cancelling Illinois Freight Classifi- 
cation No. 11, I. P. U. C., No. ‘91, issued by E. B. Boyd, agent. 
Various changes reflecting increases and decreases in ratings 
and revision of descriptions are proposed. For the purpose of 
giving consideration to the proposed changes prior to the effec- 
tive date of the schedule a hearing will be held at the office of 
the commission at Chicago, June 28. 


Jun 


0 
d 
c 


ee ee Eel 


a ee ee ae ee 





X- 
ef 
ial 
ar 


he 
1C- 
ng 
mn, 
ri- 


zht 
1s- 


the 
ay 


ion 
ion 
‘ice 
ni- 
nue 
un- 
hat 
re- 
get 


er- 
per 
eck 


. 


1 to 
est- 


r do 
yuld 
will 
will 
:0n- 


1es- 
ning 
lua- 
2 


two 

the 
n as 
- far 
urer 
riod, 
ican 
liom- 
arn- 
‘hat, 


erce 


ssifi- 
ent. 
ings 
e of 
ffec- 
e of 


June 28, 1923 









Current Topics 
in Washington 


Clarifying Valuation Rules.—In a way of speaking politely 
about so important a body as the Supreme Court of the United 
States, it may be announced that, within the fortnight, it has 
handed down two opinions in valuation cases that are supposed 
to tend greatly toward clarification of the rules that must be 
observed by the regulatory bodies charged with the duty of 
making valuations as foundations for the making of rates. The 
yaluation experts have made great alo about them. They ap- 
parently, have found much comfort therein. The benighted 
folk—those who make valuations when they come to buy houses 
without knowing how they do it—thus far have been unable 
readily to grasp the nuggets of wisdom in the two cases, one 
jnvolving the valuation made of the properties of the Georgia 
Railway and Power Company and the Atlanta Gas Light Com- 
pany, and the other the Bluefields (W. Va.) Water Works and 
Improvement Company. The first mentioned valuation was made 
by the Georgia, and the other by the West Virginia Commission. 
The first was sustained, the opinion having been written by 
Justice Brandeis, who wrote the dissent in the Southwestern 
Bell case, and the other was condemned, Justice Butler writing 
the opinion. The Southwestern Bell valuation was condemned, 
the ordinary reader of Supreme Court opinions thought, because 
the Missouri commission gave no thought to the cost of repro- 
duction. Brandeis dissented in that case. In the Georgia case, 
in which the decision was written by him, the Georgia commis- 
sion was upheld because it considered the cost of reproduction, 
though the evidence about it, in the estimation of the Georgia 
commission, was outweighed by evidence on other points. Ap- 
parently the rule created by the Southwestern and the Atlanta 
gas case, the popular name for the Georgia case, is that cost of 
reproduction is not a measure of value but only evidence of 
value. That is the view of John E. Benton, general solicitor 
for the state commissions, in valuation matters. In other words, 
the benighted man who desired to buy a house would hoot at 
one who suggested that he should pay as much for it as it would 
cost to reproduce it, regardless of any other fact that might 
come to his eyes or his ears, and, apparently, the Supreme Court 
has said the same thing to the attorneys and experts for rail- 
roads and other utilities who have insisted that reproduction 
cost at existing prices is the only rule to guide the regulating 
body that is trying to find the fair value of the property. In the 
Bluefield’s case, Justice Butler, who was attorney for the rail- 
roads in valuation cases ‘before the Commission before he was 
called to the bench, spoke for the court when it condemned the 
West Virginia commission because it disregarded, not only the 
reproduction cost, but other facts set forth by it in its own 
report. It made a report which, on its face showed it had given 
no weight to the facts put into the record by its own engineer, 
but made a valuation that was not even a case of splitting the 
difference between its experts and those of the water company. 
Every man who has had a say in the cases, regardless of whether 
he stood with or against the majority of the court, claimed to 
be standing on the principles laid down by the court in Smyth 
vs. Ames. All of which suggests that making the valuation of a 
railroad is not so extremely different from, that of making the val- 
uation of a house, a horse, or a poker hand. The outstanding fact 
in all the decisions seems to be that the court admonishes the reg- 
ulating bodies to consider all the facts and not set aside any be- 
cause some one has set up a theory or a formula, which practi- 
cally requires the ignoring of one or more facts, and then give an 
honest judgment as to what the property is worth. This fair 
value is to be ascertained to the end that rates may be made 
that will persuade those with money that their neighbors are 
fair enough in the matter of rates to wish them to obtain a fair 
return on the value of the property, which, at one time will be 
up and at another down, although rates and valuations will be 
changed only at comparatively long intervals because they can- 
not go up and down as fast as prices in a sale market. 





Harding’s Opportunity.—President Harding started on his 
trip to Alaska June 20. He will makes speeches that, regardless 
of what he may desire them to be called, will be regarded as 
defenses of his administration. Among the material in his brief 
case when he started were facts concerning the railroads within 
the ken of the Commission; also in his entourage was Judson 
C. Welliver, former newspaper man, now attached to the White 
House. At various times Welliver has taken his pen in hand 
to write about the railroads. When Harding talks on railroads, 
unless he talks in a strain never before shown by him, the 
thought among many of those who .know the personnel of his 
voyage staff will be that Welliver helped interpret the material 
Obtained from the files of the Commission. The interpretation 
Placed on the facts, it is submitted, is what will count. At times 
Welliver has been as wild on economic subjects as the wildest 
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of them. Frequently his friends have debated whether he was 
not more poet than anything else, with a self conferred license 
permitting broader departures from accuracy and logic than 
anything ever claimed by men who made no pretense of being 
anything but poets. The fact about the railroads, which, if 
emphasized by President Harding, will do much good, is that, 
for the first time since the enactment of the transportation law, 
they are beginning to accomplish about what Congress intended 
them to accomplish; also that they have been achieving what 
was intended for so short a time that suggestions about a general 
reduction in rates constitute crimes, not particularly against the 
railroads, but against the country, because any more toward re- 
ducing the revenues of the carriers before it has been demon- 
strated over at least a year’s trial that they can continue what 
they have done in the first three or four months of the year, 
it is believed, would react on general prosperity. The thought 
is that Harding would do a real service if he adopted, as the 
rule respecting the railroads, the old Hanna advice: “Stand pat; 
leave well enough alone.” To be sure, there would be no 
political nourishment in that for the leather-lunged and limber- 
jawed, but it might be good for the people who make a living by 
working with something other than their lungs. 





Graduated Income Taxes Promote Extravagance.—The Cen- 
sus Bureau has been putting out reports showing the enormous 
increase in the cost of state and city governments, much of which 
is due, it is believed, to the mania for building roads with money 
raised by bond issues. Such issues are eagerly snapped up by the 
men who object to paying surtaxes on their incomes. Cities and 
towns find it easy to borrow money because a man who is able 
to earn more than $6,000 a year, as a rule, objects to paying eight 
and ten per cent on the excess, and forty-eight if the income is 
enormous. By buying bonds, some of the income is made tax 
free. The money, instead of going into new production, goes into 
things that may make life more pleasant, for the time being, but 
not into the development of manufacturing and farming. Unbal- 
anced budgets among states and municipalities, judging from the 
Census reports thus far issued, constitute the facts making the 
rule. Illinois, for instance, last year levied taxes amounting to 
$7.83 per head of population as against $3.16 in 1915. But it col- 
lected only $6.76 per capita, leaving an unbalanced margin of 
$1.06 for every man, woman and child in that state to make up 
some other time. The expenses were $52,118,000, of which $17,- 
000,000 was for roads, almost exactly one-third. Good roads, it is 
generally admitted, are good,—if they are paid for, and if there 
is Money enough in current revenue to keep them up. Atlantic 
City had an uncovered expenditure of $11.60 per capita. Its gov 
ernment in 1922 cost it $96.57 per head as against $64.38 in 1914. 
Jersey City ran behind at the rate of $12.48 per head; Davenport, 
Ia. $8.42; Hazelhurst, Pa., $9.66; and even in thrifty Erie, among 
the so-called Pennsylvania Dutch, the excess was 86 cents per 
head. What the individual is doing to avoid paying income taxes, 
it has been suggested, the railroads will be trying to do if the 
recapture of excess earnings part of the interstate commerce law 
is approved by the courts and the Commission is forced to make 
an effort to collect the money. It is not human nature for one 


class of men to earn money and pay over an excessive share for 
the use of another. 





Elisha Lee Gives Political Advice.—Elisha Lee, vice presi- 
dent of the Pennsylvania, a short time ago delivered the address 
to the graduating class of Massachusetts Institute of Technology, 
of which he is an alumnus. He talked a bit of politics to the 
young fellows who were getting degrees as bachelors of science 
and so forth. His emphasis was laid on the duty of every one of 
the graduates to vote at the primaries. He did not care with 
what party they allied themselves, he said, but he wanted them 
to understand that, in his estimation, there was no more sacred 
duty resting on the shoulders of the man who had received a 
college education than to vote at the primaries and get every man 
on whom he could lay his hands to do likewise. Nothing com- 
pared with that in importance said the alumnus, who, with Prof. 
William Z. Ripley, of Harvard, is about as well known among 
those interested in railroads as any other graduate of that com- 
paratively young institution. Lee might have told but did not tell 
the graduates that one of the curses of the country was the in- 
difference of the educated men to the primary. That indifference 
forced the late Boise Penrose, a graduate of Harvard, author of 
law text books and scoin of an old Philadelphia family, to use, 
in politics, men with whom he had no social sympathy. But Pen- 
rose was an intensely practical man. He wanted to be in public 
life. His own Rittenhouse Square crowd would not go to the 
primary. The gas house gang did go—wherefore Penrose had to 
deal with the gas house gang. That he did it was notorious. 
That Pennsylvania, notwithstanding the efforts of muck-rakers 
to persuade the public otherwise, has been more economically 
governed than some other states is also fairly notorious. Penrose 
always was able to persuade a considerable percentage of the so- 
called better classes to do what Lee advised the graduates of the 
Institute to regard as a sacred duty. Pennsylvania has been strong 
for home rule and was a pioneer in the matter of having prim- 
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aries for the nomination of candidates for office. She was using 
that method before most of the men who are now making so much 
of it were born. 


No Order Whatever Binding.—The nonchalance with which 
the Commission has dealt with rates said and sometimes proved, 
to have been in violation of General Order No. 28, of Director- 
General McAdoo, is matched by the debonair way it dealt with 
rates made in defiance or disregard of its permission in Ex Parte 
74, in American Farm, Bureau Federation vs. Aberdeen-Rockfish 
et al., 80 I. C. C. 232-4, decided this week. In effect it held in 
that case, “no matter what we said then; let’s see what we should 
say now.” Some have thought the ease with which is dismissed 
representations about General Order No. 28 was the result of a 
bit of envy or jealousy of the Director-General. But the indiffer- 
ence with which it regarded the sanction of its own report in 
the case hereinbefore mentioned, it is believed, will tend to dis- 
pel any idea of that kind. Consideration of the subject in the 
light of its many declarations that the doctrine of stare decisus 
had practically no place in the administration of the interstate 
commerce law, it is suggested, will show that its apparent light- 
ness in dealing with its own permissive order in Ex Parte 74 is 
no more than a reiteration of the declarations about stare 
decisus, applied to a specific case, in which the disregard of the 
rule laid down in the general rate revision case seemed flagrant. 
The effect of that decision and the declarations theretofore made 
respecting the doctrine mentioned serve merely to emphasize that 
a decision of the Commission is much like the legend on an 
excursion ticket: “Good for this day and date only.” It might 
be said that a decision is good only until some one is prepared 
to bring forward facts of weight enough to convince the Commis- 
sion that its ruling should be changed. The fact that a railroad 
disregarded the rule from the beginning, it may be inferred, is 
not to be feared by it, if it is prepared to show good cause why 
the rule or decision should not have been obeyed at the time. 
In other words, a railroad can do as it pleases, so long as there is 
no specific order, and incur no penalty of any kind, it is prepared 
to justify what it does or may have done, when its action is 
challenged. The fact that the decision may be disregarded, 
apparently, puts no heavier burden on the carrier than it is com- 
pelled to assume every time it increases a rate or changes a 
practice so as to cause a heavier financial burden to fall on 
shippers. There is no rod in pickle, apparently, for the carrier 
that thinks it should disregard the advice in a general rate case 
and twiddle its thumbs at a rule for making rates within a pre- 
scribed area. All it need do is to show good cause for its dis- 
obedience. A. i. 


AISHTON GIVES RAILWAY RECORD 


“The railways of the United States in the last year have 
individually and collectively made the finest record of efficient 
operation that has ever been made in their history or the his- 
tory of any railway system in the world,” declared R. H. Aish- 
ton, president of the American Railway Association, in an ad- 
dress June 20 before the annual convention of the Mechanical 
Division of the American Railway Association at Chicago. “Rail 
Way management, ever since private operation was resumed 
three years ago, has been subjected to constant and bitter 
criticism and attack from various sources and on various 
grounds. The best answer to these criticisms that can possibly 
be made is the record of achievement which the railways have 
put to their credit within the last twelve months.” 

He continued as follows: 


Just one year ago at this time the country was in the midst of 
a strike of miners in the coal fields which had entirely stopped the 
production of anthracite coal and had practically stopped the pro- 
duction of bituminous coal, except in a comparatively small territory. 
It was threatened, on account of this strike, with a serious coal 
shortage. As if that was not enough to disarrange the business of 
the country, almost exactly a year ago now the employes in the 
shops of the railroads throughout the country went on strike against 
a reduction in their wages ordered by the Railroad Labor Board. 
At that time there already had begun a revival of the general busi- 
ness activity and one of the largest sudden increases in railway trf- 
fic in the country’s history. As a result of these two conditions, 
and when this coal strike terminated about September 1st last year, 
the demand for the movement and transportation of coal suddenly 
became abnormally large and at the same time the demands for 
transportation of other commodities assumed abnormal proportions, 
creating probably the most difficult transportation problem in the 
history of any system of railways in the world. In a few weeks a 
large freight car surplus suddenly became a car shortage, which in 
October reached the record-breaking figure of 179,000 cars. At that 
time, owing to the shop employes’ strike and other conditions, the 
railways had about 16,000 or approximately 25 per cent, of their 
locomotives in bad order, and almost 300,000, or about 13 per cent, 
of their freight cars in bad order. 

The first problem the railways had to contend with was to 
prevent a serious coal shortage and consequent intense suffering dur- 
ing the winter months. Although coal mining had been largely sus- 
pended for almost six months, and although, owing to the increase 
in general business activity there was a large increase in the demand 
for coal, they handled the output of the mines so there were only 
temporary and sporadic shortages of coal. During the first 130 work- 
ing days of the present year they moved over 231,000,000 tons of bi- 
tuminous coal, which was the largest amount over transported in 
the same part of any year, except the war year of 1918, and until 
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the demand for coal began to slacken as spring advanced they wer, 
moving more coal than even in 1918. . 

In addition to the movement of this coal during the last nine 
months, the railroads have handled a larger total freight businegg 
than in the corresponding months. of any previous period in history 
From January 1 to June 2 they loaded and moved 2,147,000 more car. 
loads of freight, or over 12 per cent more, than in the same periog 
of any previous year. The largest freight movement~ usually comes 
in October, but in the week ended May 26 the total cars loaded 
exceeded 1,014,000 cars, which has been exceeded in only two weeks 
in the fall of previous years. I have just received by wire figures 
showing the revenue loading for the week ended June 9, which 
show a loading of 1,013,249 cars of revenue freight, which js an 
increase of 176,621 cars over the corresponding week of 1922. 

Although handling the largest business in history, they have 
steadily reduced the “car shortage’ until in the week ended May 
31 there was in the country as a whole actually a small surplus of 
freight cars. 

So much for what hag been done. What is the job that lays 
ahead of you? As you_ know, there is: always in periods of active 
business a very large demand in the summer months for box cars 
to move the crops of the western states. In spite of the recorq- 
breaking traffic thus far this year, rapid and satisfactory progress 
has been made in moving empty box cars from the eastern to the 
western roads for the movement of crops. This movement of box 
cars westward was begun early in the spring and is still in progress 
and it is confidently believed that sufficient cars will be available in 
the western agricultural sections to meet all the demands that will be 
made this summer and fall. There are actually today on hand in 
Texas and Kansas sufficient grain cars stored and awaiting grain 
movement to take care of the crops. 

From April 16 to June 8, more than 46,000 empty box cars were 
delivered in Chicago and St. Louis to western roads by eastern and 
southern lines. This movement to the west was made at the same 
time that a very heavy movement was being made from the states 
to Canada of box cars of states ownership and the return of Canadian 
owned cars in anticipation of the Canadian grain movement. The 
number of cars sent westward through Chicago and St. Louis to be 
ready for the grain movement has been close to 1,000 daily. Ample 
cars have been provided for the movement of the peach crop from 
Georgia, which strated about June 1, and for the movement of can- 
Lng oe from the Imperial Valley of California, which is now and 
has been in progress. 

What further provisions have been made in anticipation of fur- 
ther intreases in traffic? In order to handle the increased freight 
traffic anticipated this year, the railroads from January 1 to June 1 
put in service 65,660 new freight cars and during the same months 
put in service 1,697 new locomotives. In addition, on June 1 the 
railroads had on order 107,079 new freight cars and 2,041 new loco- 
motives. Both the equipment manufacturers and the railroads are 
making every effort within their power to secure the earliest possible 
delivery of this equipment. 

At a meeting in New York early in April the railroad executives 
adopted a comprehensive program for providing the country with 
adequate transportation service. You are familiar through your in- 
dividual managements with its requirements. It provides for re- 
ducing the number of cars awaiting reparis to 5 per cent by October 
1 and for reducing the locomotives awaiting reparis to 15 per cent 
by that date. It also provides for the better loading of cars, for 
better movement of cars, for storing coal and for all the various 
things which you are fully acquainted with which will enable the 
ged = the peak load of the country’s transportation during the 
all months. 


Substantial progress has been made on the fulfillment of this 
program. The number of freight cars awaiting repairs had been re- 
duced on May 15, as against August 1 last year, by 135,000, and while 
possibly 50,000 of these may be attributable to retirements, never- 
theless it does show material progress. Locomotives in bad order 


cue September 1, 1922, and May 15, 1923, have been reduced 
, . 


__ The record of efficiency already made in the face of the great 
difficulties of the past year is the best answer that can be offered 
to the criticisms of the railways that have been made and to the 
demands, for radical legislation that are being made on the ground 
that such legislation is needed in the public interest. It is my firm 
belief that an even better record will be made during the rest 
of the year in serving the public and that as a consequence thereof 
the public will be firm in the belief that it ig to their best interest 
to give the railway managements a chance to serve it efficiently 
rather than to hamper them by restrictive legislation. 


EQUIPMENT CONDITION REPORT 


The Trafic World Washington Bureau 


Of the 111,871 freight cars inspected, 7,112 or 6.4 per cent 
were defective in May, according to the-report of the Commis- 
sion sent to the President in compliance with the La Follette 
resolution adopted in February. This compares with 89,358 cars 
inspected in May of last year, of which 3,361 or 3.8 per cent 
were defective. In May of this year, the Commission reported 
45 cases involving 152 violations of the safety appliance acts 


ng were transmitted to United States attorneys for prosecu- 
on. 


Unserviceable freight cars in April amounted to 8.8 per 
cent of the total, as compared with 13.6 per cent for the same 
month of last year; unserviceable road freight locomotives were 
23.7 per cent in April as compared with 23.8 per cent for the 
same month of 1922, and unserviceable passenger engines were 
23.2 per cent and 22.2 per cent, respectively. 


Unofficial advance information received by the Commission 
from the Car Service Division of the American Railway Ass0- 
ciation as of May 15 showed unserviceable freight cars to have 
been 9.3 per cent of the total, unserviceable road freight en- 


gines, 20.9 per cent and unserviceable passenger engines, 19. 
per cent. 


In May one person was killed and 76 injured on account of 
the failure of some part or appurtenance of a locomotive oF 
tender as compared with eight killed and 97 injured in April. 
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RUBBER COMPLAINTS DISMISSED 


The Commission has dismissed No. 12573, Sprague Tire & 
Rubber Co. vs. Director-General, Union Pacific et al., and No. 
12797, Firestone Tire & Rubber Co. vs. Director-General, opinion 
No. 8516, 80 I. C. C. 285-91, holding the import rate on crude 
rubber, carloads, from Pacific coast ports to Omaha, Neb., and 
to Akron and Barberton, O., was not unreasonable. In the first 
mentioned complaint two carloads, one from Seattle and the 
other from Tacoma, were involved. They moved in May, 1919. 
The prayer was for a reasonable rate for the future and repara- 
tion. The reduction in the rate satisfied the prayer for a rate 
for the future. The second complaint was against a rate of 
$1.565 on 216 carloads of rubber from Pacific ports, shipped 
between July 1, 1918, and May 29, 1919, on the ground that it 
was unreasonable to the extent it exceeded $1. The Commis- 
sion did not agree with the tire companies, although the per car 
earnings in the Firestone complaint averaged $1,136.19, 43.3 
cents per car-mile and 8.12 mills per ton-mile for the long hauf¥ 
across the continent. The Commission assumed that an esti- 
mate of $27,588 as the value of a carload of rubber was fairly 
accurate. The Director-General estimated the value at $39,160 
and suggested that a freight rate equal to only about one-fortieth 
of the value of the commodity could not be regarded as un- 
reasonably high. 


OKLAHOMA-KANSAS BRICK RATES 


The Commission, in a report on No. 12367, Oklahoma Clay 
Products Association vs. Atchison, Topeka & Santa Fe et al., 
opinion No. 8514, 80 I. C. C. 278-82, has condemned as unreason- 
able and unduly prejudicial, rates on brick and other clay prod- 
ucts, from Oklahoma points .of production, chiefly in the north- 
eastern part of the state, to destinations in Kansas, and pre- 
scribed a scale for use in making new rates not later than 
August 15. The scale prescribed, the Commission said, com- 
pared favorably with the scale used intrastate in Kansas. The 
Oklahoma complainants suggested the use of the Oklahoma 
brick scale. 

Rates to be established under the scale are to be subject 
to the proviso in the General Brick case, that for distances not 
exceeding 150 miles the rates on common brick shall not ex- 
ceed 80 per cent of the contemporaneous rates on articles in- 
cluded in the general brick list.. The scale to be followed is 
as follows: 


Rates per Rates per 
100 pounds 100 pounds 
€ «. ¢ 
Distance & 2 < ¢ Distance & ¢ = ¢ 
na eo Ra HS 
Cents. Cents. Cents. Cents. 
5 miles and under..... 5 6 135 miles and over130... 11 12 
10milesandover 5... 5 6 140 miles and over 135... 11 12 
15 miles andover 10.. 5.5 6.5 145 miles and over 140... 11.5 12.5 
20 miles and over 15... 6 J 150 miles and over 145... 11.5 12.5 
25 miles and over 20... 6.5 7.5 160 miles and over 150... 11.5 12.5 
30 miles and over 25... 6.5 7.5 170 miles and over 160... 11.5 12.5 
35 miles and over 30... 7 8 180 miles and over170... 12 13 
40 miles and over 35... 7 8 190 miles and over 180... 12.5 13.5 
45 miles andover 40... 7.5 8.5 200 milesand over190... 12.5 13.5 
50 miles and over 45... 7.5 8.5 210 miles and over 200... 13 14 
55 milesand over 50... 8 9 220 miles and over 210... 13.5 14.5 
60 miles and over 55... 8 9 230 miles and over 220... 13.5 14.5 
65 milesandover 60... 8.5 9.5 240 miles and over 230... 14 15 
70 miles and over 65... 8.5 9.5 250 miles and over 240... 14 15 
75 miles and over 70... 9 10 260 miles and over 250... 14.5 15.5 
80 miles andover 75... 9 10 280 miles and over 260... 15 16 
85 miles and over 80... 9.5 10.5 300 miles and over 280... 15.5 16.5 
90 miles and over 85... 9.5 10.5 320 miles and over 300... 16 Bf 
95 miles andover 90... 9.5 10.5 340 miles and over 320... 16 17 


100 miles and over 95... 10 11 
105 miles and over 100... 10 11 
110 miles and over 105... 10 11 
115 miles and over 110.., 10.5 11.5 
120 miles and over 115... 10.5 11.5 
125 miles and over120... 10.5 11.5 
130 miles and over125... 11 12 


360 miles and over 340... 16.5 17.5 
380 miles and over 360... 17 18 
400 miles and over 380... 17.5 18.5 
425 miles and over 400... 18 19 
450 miles and over 425... 19 20 
475 miles and over 450... 19.5 20.5 
500 miles and over 475... 20 21 


ALL DEFENDANTS INCLUDED 


The Commission, in a report on reconsideration of No. 12144, 
Midland Coal Co. et al. vs. Midland Valley et al., opinion No. 
8512, 80 I. C. C, 267-8, has modified its original report, 66 I. C. C., 
588, so as to make the Kansas, Oklahoma & Gulf a party to the 
reparation order. In the original report that carrier was ex- 
cluded. The reason for omitting that carrier was set forth in a 
Pparagraph reciting that the property of the Missouri, Oklahoma 
& Gulf was sold under foreclosure to the Kansas, Oklahoma & 
Gulf. The older corporation, the paragraph said, was not a de- 
fendant, while the younger was. The paragraph said the newer 
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corporation declined to join with the other defendants in an 
offer of reparation on three carloads of coal shipped in Decem- 
ber, 1916, from Williams, Okla., to Kansas City, because the 
final decree in the receivership required all claims to be filed 
within 90 days after confirmation of the sale and that that was 
not done in this case. 

None of the defendants, the Commission said, appeared at 
the hearing nor did the Kansas, Oklahoma & Gulf answer the 
complaint. It said the statement about the notice of filing of 
claims, by inadvertence, was taken from correspondence about 
the case on the informal docket and was not a matter of record 
in the formal case. It said that if the allegations of fact con- 
stituted any defense, they were not taken advantage of by the 
Kansas, Oklahoma & Gulf in the usual way. Therefore the Com- 
mission had no record upon which to base its exemption from 
the order of reparation for $427.75. 

Commissioner Hall, dissenting, said he was not prepared to 
“join in an award of reparation, by default, against defendant, 
Kansas, Oklahoma & Gulf, It did not participate in the haul or 
in any way violate the interstate commerce act, and there is 
nothing in this record to show that it participated in the fruits 
of violation. As against that defendant complainants have 
failed to prove their case.” 


LIVE STOCK TERMINAL CHARGE 


In a report on No. 12699, American Farm Bureau Federa- 
tion et al. vs. Aberdeen & Rockfish et al., opinion No. 8504, 80 
I. C. C. 232-4, the Commission found the terminal charge of $3 
per car collected subsequent to August 26, 1920, for the move- 
ment between line-haul carriers’ rails and the Union Stock Yards 
at Chicago, of shipments of live stock from territory B, as de- 
fined in Lowrey’s tariffs, embracing points in the western, moun- 
tain-Pacific and southern territories, not unreasonable or other- 
wise unlawful. It dismissed the complaint without any reserva- 
tions or without any indication of even a suspicion that it had 
any trouble in coming to the conclusion that the charge was 
not unreasonable. It pointed out that if the charge had been 
treated as a line haul rate it would have been entitled to in- 
creases prior to August 26, 1920, that would have made it more 
than $3 per car. It also pointed out that since the decision in 
an appendix to Ex Parte 74, the trackage charge paid by the 
railroads to the railroad serving the stock yards had been in- 
creased from 80 cents to $1.50 per car and, in some cases to $2 
per car. It also pointed out that since the per car terminal 
charge was $2, the line-haul carriers had to increase their ab- 


sorption of loading and loading charges from 25 cents to $1 per 
car. 


According to the report of the Commission the complainants 
contended that under the Commission’s supplemental report in 
Ex Parte 74, Chicago was placed in the western group as to 
traffic to and from the west and that therefore the increase in 
the terminal charge was limited to 35 per cent only, equivalent 
on a $2 per car charge, to 50 cents; and that even if Chicago 
were considered a boundary point, no increase greater than 50 
cents was authorized because the additional charge did not cover 
a switching or other special service specifically named in the 
report but was merely a differential or arbitrary added to the 
line-haul rates, and which therefore, was subject to the same 
percentage increase as the latter. 


“These contentions, if sustained, would not be controlling,” 
said the Commission. “The charge of $3 per car would not 
necessarily be unreasonable, unjustly discriminatory, or unduly 
prejudicial, as alleged, merely because it represents a greater 
increase over the former charge than was authorized in the pro- 
ceeding referred to. (Ex Parte 74, or as the Commission usually 
refers to that case, Increased Rates, 1920, 58 I. C. C. 220.) Of 
course, defendants have the burden of justifying any increase 
in excess of the increase allowed by us. The propriety of the 
terminal charge was sustained by the Supreme Court of the 
United States, in I. C. C. vs. Chicago, & R’d Co., 186 U. S., 320 
and I. C. C. vs. Stickney, 215 U. S. 98. As pointed out in the 
case first cited, decided in 1902, the cost of this service was at 
that time in excess of $2. Should we treat this charge as a 
separate line-haul rate, it would be entitled to certain percentage 
increases found justified and accorded to line-haul rates in this 
territory. The application of these increases to the $2 chargé 
would result in a charge in excess of $3 on August 26, 1920. On 
the other hand, if we consider this as a switching or transfer 
charge, it would be entitled to the 40 per cent increase author- 
ized in Increased rates, 1920, supra, which percentage was not 
affected by our supplemental report in 58 I. C. C: 302. The 
latter report related to line-haul rates and the disposition of 
fractions in the construction of passenger fares. Other evidence 
tends to confirm the reasonableness of the $3 charge. For ex- 
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ample, when the cases above cited were decided the trackage 
charge paid by the line-haul carriers to the railway serving the 
stock yards ranged from 80 cents to $1.50 per car. Since then 
it has been substantially increased, the present charge to cer- 
tain defendants being $2 per car. Again, the loading and un- 
loading charge absorbed by defendants has been increased from 
25 cents to $1 per car.” 


CONDENSED SKIMMED MILK 


The Commission has dismissed No. 12707, Chapin-Sacks Cor- 
poration vs. Atlantic Coast Line, opinion No. 8509, 80 I. C. C. 
255-7, holding that the defendant’s refusal to accord baggage- 
car service on shipments of condensed skimmed milk from Rich- 
mond, Petersburg and Suffolk, Va., to Rocky Mount and Wilson, 
N. C., or to receive mixed shipments of milk, cream and con- 
densed skimmed milk from connecting lines for further trans- 
portation in baggage cars between those points was not unreas- 
onable or unduly prejudicial. 

The complainant operates creameries at Wabberville, Mich., 
Hanover, Pa., Buckeystown, Md., and other points and manufac- 
tures ice cream at Washington, D. C., and other points. Car- 
riers other than the Coast Line, operating from creameries to 
Washington, Richmond, Jacksonville, Fla., and Savannah and 
other destinations include condensed skimmed milk in their 
milk tariffs. The complainant testified that it could make ship- 
ments of milk, cream and condensed skimmed milk in baggage 
car service to such points, but not to Wilson or Rocky Mount, 
at cobination rates. It sought an order requiring the Coast Line 
to accord baggage car service on passenger trains from Rich- 
mond, Petersburg and Suffolk, Va., to the North Carolina points, 
and to receive shipments of milk, cream and condensed skimmed 
milk from connecting lines, for transportation to the North 
Carolina points. It alleged the refusal of the carrier to accord 
such service was unjust and unduly prejudicial. 

Complainant relied, the Commission said, upon the fact that 
other carriers included condensed skimmed milk in their milk 
tariffs, and the similarity in transportation characteristics of 
condensed skimmed milk to whole milk and cream to sustain 
its prayer. A 10-gallon can of condensed skimmed milk, with 
two-thirds of the water removed, is valued from $2.50 to $2.80. 
A 10-gallon can of fresh whole milk is valued from $2.50 to $3. 

The Coast Line said it did not operate milk trains and ac- 
corded expedited service for milk and cream in baggage cars 
solely because they are items of food in daily use in practically 
every household and without baggage car service, it said, many 
communities, without adequate express facilities for such traffic, 
would not have fresh milk and cream. The service, the Coast 
Line said, was not intended to serve private concerns at com- 
mercial centers. The Commission said it had not been shown 
that the condensed skimmed milk shipped by the complainant, 
competed with the milk, cream or buttermilk transported by 
the Coast Line in baggage cars. 

The Coast Line contended that condensed skimmed milk 
was a partially manufactured article shipped to ice cream manu- 
facturers for further processing, and that it should move by 
freight or express. It said the condensed skimmed milk was 
usually tendered for transportation at commercial centers where 
the express facilities were adequate. It said that if that com- 
modity were given baggage car service, it could see no reason 
why similar service could not be demanded by all shippers of 
condensed, concentrated or evaporated milk, butter, cheese and 
other manufactured dairy products, or even ice cream and hotel 
supplies. 

The complainant, the Commission said, had not shown that 
the express service was inadequate but contended that the charges 
were prohibitive. ‘The Commission said, however, that from 
Washington, the express rates to Wilson were equal to the bag- 
gage rates which would result if complainant were granted 
everything asked in its complaint. In disposing of the case 
the Commission said: 


Passenger trains are provided for the transportation of passen- 
gers and their baggage. Milk, cream, and buttermilk are daily 
necessities, and this fact in connection with their perishable nature 
has compelled an extraordinary expedited service to be accorded to 
these commodities. Defendants should not be compelled to extend 
this service to other commodities simply because they are somewhat 
similar in character where the same compelling reasons do not 
exist. It is not shown that the present means of transportation ac- 
corded complainant are inadequate. However, if complainant is dis- 
satisfied with the present service and rates by express the matter 
may be brought to our attention in a separate complaint. 

We find that defendant’s refusal to accord baggage-car service 
to shipments of condensed skimmed milk from Richmond, Petersburg, 
and Suffolk, Va., to Wilson and Rocky Mount, N. C., or to receive 
at the originating points named mixed shipments of milk, cream, and 
.condensed skimmed milk from connecting lines for further trans- 
portation to Rocky Mount or Wilson in baggage cars is not un- 
reasonable or unduly prejudicial. The complaint will be dismissed. 


STEEL ROAD COMMON CARRIER 


‘In a report on No. 11275, Carnegie Steel Co. vs. Director- 
General, Pittsburgh & Ohio Valley et al., opinion No. 8513, 80 
I. C. C. 269-77, the Commission found the Pittsburgh & Ohio 
Valley, the stock of which is owned by the American Steel & 
Wire Company, a subsidiary of the United States Steel Corpo- 
ration, as is also the principal complainant, to be and to have 
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been a common carrier subject to the interstate commerce act. 
It further held unlawful the assessment.of demurrage by the 
Valley’s trunk line connections on cars moving to and from 
the Carnegie plant, which is served only by the Valley. 

The crucial finding was that rates to and from the com- 
plainant’s plant were unreasonable and unduly prejudicial and 
awarded reparation. The pertinent order on the subject re- 
quires the defendants, one of whom is the Valley, to establish, 
not later than September 13, on statutory notice, rates on inter- 
state traffic, except ore and except movements in connection 
with the trunk lines at switching rates, moving to or from points 
of loading or unloading at the Carnegie plant, and ore moving 
to points in its plant at which ore is customarily turned over 
to the Carnegie company for movement to the unloading points, 
no higher than those contemporaneously maintained to and from 
Neville Island, Pa. 

By its complaint, filed more than three years ago, the 
Carnegie company alleged it paid switching and spotting charges 
of the Valley on shipments to and from its Neville Island plant 
in addition to the trunk-line charges to and from the Pittsburgh 
or Neville Island district; and that the trunk lines had refused 
to extend the district rates to its plant, such refusal subjecting 
it to the payment of unreasonable, unjustly discriminatory and 
unduly prejudicial charges in comparison with the rates to and 
from the plants of competing industries which paid no charge 
in addition to the district rates. It also alleged that demurrage 
charges assessed by the trunk: lines and computed from the time 
the cars were placed on the Valley’s interchange tracks until 
they were returned thereto, without any allowance for the time 
consumed in switching between those interchange tracks and 
the customary places of loading and unloading within the plant 
were illegal, unreasonable, unjustly discriminatory and unduly 
prejudicial: Another allegation was that the Valley was a com- 
mon carrier and that its demurrage tariffs were the only ones 
which could state the demurrage charges applicable to the ship- 
ments. The Commission was asked to award reparation on 
shipments made or received on and after February 28, 1918. 

Connections of the Valley are the Pittsburgh, Chartiers & 
Youghiogheny, Pittsburgh & Lake.Erie and the Panhandle part 
of the Pennsylvania. It filed a cross bill of complaint in its 
own behalf, alleging the failure of its connections to make joint 
through rates and allow it reasonable divisions, and the refusal 
of its connections to maintain reasonable per diem arrangements 
with it constituted violations of sections 1, 3, 6 and 15 of the 
interstate commerce act and section 400 of the transporta- 
tion act. 

The Commission could not say, in this case, that the trunk 
lines had the option of serving or not serving the plant of the 
complaining shipper, as it had said in many other industrial rail- 
way cases. It could not say that because the tracks of the 
Valley lie between the plant of the steel company and the tracks 
of the Youghiogheny, owned jointly by the Pittsburgh & Lake 
Erie and the Pennsylvania, the Valley’s only direct connection. 
The trunk lines cannot get to the plant of the Carnegie company 


without using the rails of the Valley. 


The Commission said the Valley should continue to assess 
demurrage against the shippers under the unifotm demurrage 
code. It said it could not determine, on this record, what would 
be reasonable rules and regulations for car detention on the 
Valley and that a further hearing would be held on that subject. 

Another definite holding was that delivery of ore to the 
Valley did not constitute delivery to the industry and the line- 
haul service ‘was not completed with the setting of the ore cars 
on the interchange tracks of the Valley. The specific finding in 
the case was as follows: 


Following Jones &° Laughlin Steel Co. vs. Director-General, 60 
I. C. C., 325, we find that the rates in effect intrastate from Febru- 
ary 28, 1918, to February 29, 1920, both inclusive, and interstate on 
and after February 28, 1918, on all traffic, except ore and except local 
movements in connection. with defendant trunk lines at switching 
rates, moving to or from points of loading or unloading at com- 
plainant’s plant, are and for the future will be, unreasonable and 
unduly prejudicial to the extent that they exceeded or may exceed 
the rates contemporaneously in effect on like traffic to and from 
Neville Island; that rates in effect intrastate from February 28, 1918, 
to February 29, 1920, both inclusive, and interstate on and after 
February 28, 1918 on ore moving to the points in complainant’s plant 
at which it is customarily turned over to complainant for movement 
to the unloading points, were, are, and for the future will be, un- 
reasonable and unduly prejudicial to the extent that they exceeded 
or may exceed the rates contemporaneously in effect on like traffic 
to Neville Island; that between February 28, 1918, and February 29, 
1920, both inclusive, complainant made intrastate shipments and be- 
tween February 28, 1918, and the date of the hearing, April 29, 1920, 
complainant made interstate shipments to and from its plant and 
paid and bore thereon either the total freight charges or the amounts 
by which the total charges exceeded those to or from Neville Island; 
that it has been damaged in the amount of the difference between 
the charges paid by it and those that it would have paid if the 
rates herein found reasonable had been in effect; and that it Is 
entitled to reparation with interest. Complainant should comply with 
Rule V of the Rules of Practice. 


RATES ON FINE COAL 


A finding of undue prejudice and an order toa remove it not 
later than September 12, have been made in No. 13611, North- 
ern States Power Co. vs. Atchison, Topeka & Santa Fe et al., 
and a sub-number of the same, John Morrell & Company vs. 
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Same, opinion No, 8511, 80 I. C. C. 261-6, as to rates on fine coal 
from points in Illinois, Indiana and western Kentucky to Sioux 
Falls, S. D. The Commission held the rates were not unreason- 
able and denied reparation. Commissioner McChord dissented, 
believing the record showed unreasonableness and entitled the 
complainants to an award of reparation. 

By their separate complaints the complainants alleged the 
rates on fine coal, since February 28, 1920 were and are unrea- 
sonable, unjustly discriminatory and unduly prejudicial in com- 
parison with rates from the fourteen groups of origin involved 
in the complaint to Sioux City and Rock Rapids, Ia. The rates 
from the fourteen groups of origin were and are differentially 
related to each other. 

The chief complaint, the Commission said, was based on 
the fact that the rates on fine coal were the same as those on 
lump coal, instead of differentially thereunder, as was and is 
the fact to Sioux City, 91 miles nearer the mines whence the 
coal was brought. The complainants submitted evidence to 
show that the rates on lump and fine coal were unreasonable 
per se because they were higher and yielded greater per ton 
mile revenue than rates to destinations, for comparable dis- 
tances, in the Ohio, Missouri and Mississippi valleys, from 
points in the eastern fields and from mines in Montana and 
Wyoming. The Commission said the evidence showed some- 
what higher rates and higher earnings. It was not impressed, 
however, by that showing. 


As to the undue prejudice, however, created by the fact that 
the rate on fine coal to Sioux Falls was the same as on lump 
coal while the rate on fine coal to Sioux City*was 86.5 cents 
less than the rate to Sioux Falls, with a difference of only 8.5 
cents on lump, caused the Commission to say that such an ad- 
justment was unduly prejudicial to Sioux Falls. It pointed 
out that it was the practice of the carriers to make rates on 
fine coal differentially under lump and that in a large number 
of cases it had either ordered such an adjustment or approved 
it. The carriers said rates on fine coal differentially under 
those on lump to points in Iowa and beyond were due to the 
orders of the Iowa commission requiring lower rates on fine 
than on lump coal. The Commission said such adjustments 
were in effect prior to the orders of the Iowa commission for 
many years. The carriers also contended there was no trans- 
portation reason why rates on fine coal should be lower than 
those on lump. In disposing of the case, the Commission said: 


In view of the low earnings under the rates assailed, the record 
does not warrant a finding of unreasonableness under section 1 of 


the interstate commerce act. 


We find that the rates assailed on fine coal from coal-producing 
points in Illinois, Indiana, and western Kentucky were, are, and 
for the future will be unduly prejudicial to complainants and Sioux 
Falls, and unduly preferential of Sioux City, to the extent that 
the rates on fine coal to Siou Falls exceeded, exceed, or may exceed 
the contemporaneous rates on fine coal to Sioux City by a greater 
percentage than the rates on lump coal to Sioux Falls exceeded, 
exceed, or may exceed the contemporaneous rates on lump coal to 


Sioux City from the same points of origin. 


In the conduct of its business John Morrell & Company is in 
competition with meat packers at Sioux City, Omaha, Kansas City, 
and other points. It does not appear that these competitors, or 
other competitors having any advantage due to the rate attacked, by 
reason of that rate advantage fixed the prices in the market where 
complainant sells its output. Nor does it appear that the packing 
houses at Sioux City are in competition with this complainant at all 
points where it sells its product. The record does not warrant a 
finding that this complainant suffered damages due to the undue 


prejudice found to exist, or, if so, the amount of such damages. 


Complainant Northern State Power Company asserts that in en- 
deavoring to extend its lines into new territory it meets with com- 
petition with other power-producing concerns. It does not en- 
counter competition in the communities which it serves. The price 
of its product to the public is South Dakota is fixed by the local 
authorities. It also furnishes electrical current to towns in Min- 
nesota. It does not appear that this complainant was damaged by 
reason of the undue prejudice found to exist, or, if so, to what extent, 


Reparation is denied. 


OIL COMPLAINT DISMISSED 


The Commission has dismissed No. 13951, Atlantic Refining 
Company vs. Director-General and Pennsylvania, opinion No. 
8519, 80 I. C. C., 298-300, finding rates on petroleum products, 
from Philadelphia to Baltimore and Sparrows Point, Md., both 
taking the.same rate, between April 22, 1918, and January 6, 
1920, not unreasonable, although in excess of the rates in the 
reverse direction. The higher rates to Baltimore over the rails 
of the Pennsylvania than over the rails of the Baltimore & 
Ohio, and higher than. the ones in the reverse direction, the 
Commission said, were not unreasonable, although they were 
higher simply through error in publication. Twenty-three car- 
loads were involved. They were routed by the complainant. 
Prior to April 4, 1918, the rates via both routes were the same, 
in both directions, namely, 7.5 cents. On the day mentioned 
the Pennsylvania increased its rate from Baltimore to Phila- 
delphia to 8.5 cents. At the same time, through error, it raised 
the rate in the opposite direction, that is the direction of the 
flow of the traffic, to 9 cents. Under the various changes in 
rates authorized by decisions by General Order No. 28 and Pennsylvania, to Detroit and Wyandotte, Mich., after June 24, 
Freight Rate Authority No. 96 the rate from Philadelphia to 


THE TRAFFIC WORLD 





1485 








Baltimore remained half a cent higher than the rate in the re- 
verse direction until August 20, 1920. 

The Director-General urged that the shipments were made 
over the Pennsylvania on account of the better delivery. Had they 
been sent over the Baltimore & Ohio, he said, they would have: 
had to pay an extra terminal charge for the procurement of the 
desired delivery. 

In American Agricultural Chemical Co. vs. Director-General, 
66 I. C. C., 650, and cases cited therein, the Commission said 
that where a higher rate was in effect over one route than an- 
other between the same points, and the routes were practically 
the same in length and subject to the same transportation con- 
ditions, the higher rate charged by the Director-General, under 
unified and co-ordinated national contrel, was unreasonable. 
Distinguishing this case from them the Commission pointed out 
that the higher rate over. the twelve or thirteen miles longer 
route of the Pennsylvania was lower than the average rate of 
16.9: cents from Philadlphia to about 25 destinations: in~Penn- 
sylvania for an average distance of 126 miles; lower than the 
average rate of 14 cents from Bridgeport and South Providence, 
R. IL, to “numerous destinations” in New England for an aver- 
age distance of 107 miles; lower than the average rate of 12.9 
cents on crude and fuel oils in trunk-line territory for an aver- 
age distance of 113.6 miles; and lower than the rates in central 
territory on the basis of 90 per cent of the fifth class of the 

C. F. A. scale. 


REPARATION ON CRUDE OIL 


Reparation has been-awarded in No. 12722, Roxana Petro- 
leum Corporation vs. Director-General, Wichita Falls & North 
Western et al., opinion No. 8517, 80 I. C. C., 292-4, on account of 
an unreasonable rate of 36.5 cents on crude petroleum from 
Burkburnett, Tex., to Roxana, Ill, between January 29 and 
March 15, 1919. The Commission held it unreasonable to the 
extent it exceeded 34.5 cents and awarded reparation to that 
basis. The legal rate was 37.5 cents and all but one car were 
undercharged. The 36.5-cent rate did not become operative until 
March 8, 1919. The shipments in question were of an emergency 
character. The refining plant of the complainant was estab- 
lished at Roxana in the fall of 1918. Application was made in 
December, 1918, for a 34.5-cent rate, the one effective to East St. 
Louis, but later the application was for 29.5 cents, the latter rate 
reflecting the differential on crude under refined oil. That rate 
was established after the shipments moved. That rate was can- 
celled in April, 1920, without protest, the Commission said, on 
the part of the complainant. It held, however, that 34.5 cenis 
would have been a reasonable rate for application at the time 
the shipments were made. 


COAL COMPLAINT DISMISSED 


The Commission has dismissed No. 12904, J. L. Mott Com- 
pany et al. vs. Pennsylvania et al., opinion No. 8520, 80 I. C.C., 
301-2, holding the combination rates on soft coal, over the Bal- 
timore & Ohio and Pennsylvania, from mines on the former, in 
West Virginia, to Trenton, N. J., were and are not unreason- 
able or illegal. The Commission said that, in effect, the com- 
plainants were seeking to avoid the payment of the Pennsyl- 
vania’s switching charge of 56 cents through the establishment 
of joint rates over the Baltimore & Ohio and Pennsylvania 
equal to those applicable over the Baltimore & Ohio and Read- 
ing. It said they submitted no rate comparisons showing the 
combinations were higher than reasonable. 





IRON VALVE REPARATION 


Reparation on account of unreasonable rates on less than 
carloads of iron valves has been awarded in No. 12607, Home- 
stead Valve Manufacturing Co. vs. Director-General, Pittsburgh 
& Lake Erie, et al., opinion No. 8507, 80 I. C. C. 248-50. The 
shipments in question moved from Homestead, Pa., to Everett, 
Seattle, Tacoma, San Francisco and Los Angeles, between Jan- 
uary 1, 1917, and January 1, 1920. The complaint was that 
the rates were unreasonable, unjustly discriminatory and un- 
duly prejudicial to the extent they exceeded the rates contem- 
poraneously in effect on like shipments of brass valves. The 
defendants contended the complaint was barred by the statute 
of limitations as to all shipments which moved prior to federal 
control. The Commission overruled that point in accordance 
with the rule laid down by it in Armour & Co. vs. C. & N. W., 
64 1. C. C. 641. 

The Commission found the rates unreasonable to the ex- 
tent they exceeded $2.30 prior to June 25, 1918, and $2.875 
thereafter, and awarded reparation to that basis. 


GOSLINE RULE REPARATION 
A finding of unreasonableness and an award of reparation 
have been made in No. 12867, Detroit Coal Exchange vs. Di- 
rector-General, opinion No. 8510, 80 I. C. C. 258-60, as to rates 
and shipments of anthracite coal, from producing points in 


1918, for the remainder of that year. The case was disposed 
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of on the authority of the decision in Gosline & Co. vs. Director- 
General, 55 I. C. C. 220, and cases in Tine therewith, in which 
the question was the reasonableness of double increases on 
anthracite coal moving via the Niagara frontier. The complain- 
ant based its case upon the decisions in the Gosline and similar 
cases. 

The Director-General, the Commission said, did not attempt 
to distinguish this from the Gosline type of cases, but said the 
Gosline decision should be reversed. The Commission said the 
petition for rehearing in the Gosline case had been denied and 
that the record in this case contained no additional evidence to 
warrant a departure from the decisions cited by the complain- 
ant. It held the rate of $3.85 per ton unreasonable to the ex- 
tent it exceeded the subsequently established rate of $3.70 per 
ton, 


REPARATION ON LOGS 


A finding of unreasonableness and an award of reparation 
have been made in No. 13541, Carlton Consolidated Lumber 
Co. vs. Director-General, opinion No. 8521, 80 I. C. C., 303-4, on 
194 carloads of logs shipped from Carlton to Newberg, Ore., 
during July and August, 1918. A rate of 5 cents per 100 pounds 
or $4 per 1,000 feet was collected. Prior to the movement there 
had been a rate of $1.15 per 1,000 feet, for the distance of 
14.5 miles. Prior to the movement the complainant asked for 
a restoration of the former rate and officials of the Southern 
Pacific advised it. The report said refund would be made to the 
basis of $1.40 per 1,000 feet as soon as that rate was estab- 
lished. The Director-General, however, refused to make -the 
adjustment on the informal docket. 

The Commission held the $4 rate unreasonable to the ex- 
tent it exceeded $1.40 and awarded reparation to that basis. 


CAR RESTRICTIONS UNLAWFUL 


The Commission, in a report in No. 12859, Hixon Lumber Co. 
vs. Chicago, Burlington & Quincy et al., opinion No. 8518, 80 
I. C. C. 295-7, has found unreasonable and unlawful switching, 
demurrage, penalty-storage and transfer charges collected on a 
carload of lumber, shipped, July 16, 1920, from Hoquaim, Wash., 
to Atchison, Kans., and awarded reparation. 


In substance the finding and order constitute a reiteration 
of the principles laid down in Schuette & Co. vs. Director- 
General, 57 I. C. C. 709. In that case the Commission condemned 
as unlawful the charges made to cover the expense of trans- 
ferring shipments of lumber at Minnesota Transfer, from cars 
of the originating carriers to the cars of other carriers, which 
transfer was due to the operating rules of the originating carriers 
prohibiting the movement of their cars off their lines. The Com- 


mission said the case at bar was substantially the same as that 
one. 


The lumber in question was loaded on a Union Pacific car. 
It moved over. the Oregon-Washington and Oregon Short Line to 
Granger, Wyo., Union Pacific through Cheyenne to Council Bluffs, 
Ia., and the Burlington beyond. Charges were originally col- 
lected at a rate of 55 cents from Hoquaim to Atchison, plus a 
reconsigning charge of $5 for the service rendered at Cheyenne. 
Later the Union Pacific collected additional charges amounting 
to $138.18 consisting of $55.18 for transferring the lumber from 
one car to another, $18 demurrage, $60 car-storage penalty and $5 
for switching at Cheyenne, the transfer and reconsigning point. 
Later the Union Pacific refunded $40 of the penalty storage and 
$12 of the demurrage charges. The complainant asked for re- 
paration down to the basis of the joint rate plus the reconsign- 
ment charge. The Commission so ordered, the amount of repara- 
tion ordered by it being $86.18. That sum, when added to the 
$52 refund made by the Union Pacific, makes the amount of the 
additional charges collected by the Union Pacific. 


Owing to the acute car shortage on its lines, the Union 
Pacific, through its operating department, in January, 1920, issued 
instructions to its agents forbidding them to furnish coal cars 
for loading with lumber for, or to be diverted to points on the 
lines of other carriers, except on stub-line connections of the 
Union Pacific. The instructions were needed because of the 
inability of the carrier to obtain the return of its coal cars, 
loaded with lumber, from points in central territory. 


Instructions, the Commission said, were not issued in the 
form of embargoes, but were simply operating instructions, 
designed to keep the coal cars in the vicinity of the mines served 
by the Union Pacific. The Union Pacific car in this case was 
loaded and billed to Cheyenne, with a notation on the bill of 
lading that it might not be consigned to any off-line point. 
When it reached Cheyenne the consignor directed the Union 
Pacific, at Kansas City, to divert the car to Atchison and make 
delivery to the complainant “on basis of the through rate, 
plus diverting and transferring charges, provided it is necessary 
to transfer this shipment when it gets to the point where it 
leaves your line.” 

The Union Pacific transfered the car to an off-line car 
and made the delivery at Atchison. Its tariffs authorized a re- 
consignment at Cheyenne at a cost of $5. The complainant did 
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not attack the propriety of the Union Pacific keeping its coal 
cars on its own rails but contended that that should be accom- 
plished, if at all, without extra expense to the shipper. 

Defendants in this case undertook to differentiate it from the 
Schuette case by asserting that it was not intended nor did the 
rule operate to keep the coal cars of the Union Pacific upon its 
own rails, but was simply designed to confine the coal cars to 
the coal traffic. 

“The rule did not confine the coal cars to coal traffic,” said 
the Commission, “but it only aimed to prevent coal cars when 
loaded with lumber from going to points on other lines.” Con- 
tinuing the Commission said: 


Such a distinction is not sufficient to take this case out of the 
well settled principle that carriers cannot by operating instructions 
restrict their equipment to their own rails when it results in addi- 
tional expense to shippers when they publish rates to points on the 


rails of other carriers and do not publish the equipment restriction 
in a tariff. 


We find that in the circumstances described the transfer charges, 
penalty storage charges, demurrage, and switching charges assessed 
in connection with the transfer of the shipment at Cheyenne were 
unreasonable and unlawful, and that they were the direct result of 
the Union Pacific’s unlawful refusal to permit its cars to go off its 
rails. We further find that complainant paid the charges herein 
found unreasonable and unlawful, and is entitled to reparation from 
the Union Pacific Railroad Company in the sum of $86.18, with 
interest from August 16, 1920. 


WESTERN COAL RATES 


The Trafic World Washington Bureau 

In a report*on No. 13588, Western Coal Rates, and 9613, 
Cameron Coal Company vs. Santa Fe et al. (the latter re- 
opened), opinion No. 8540, 80 I. C. C., 383-480, written by Com- 
missioner Esch, the Commission has given the carriers in the 
Mountain-Pacific group in eastern Colorado and Mexico a basis 
on which to revise their rates in the group and to El Paso 
within ninety days. 

The first mentioned case was initiated by the Commission 
with a view to bringing about uniformity, as nearly as might 
be, in the rates and the relationship of rates from the different 
mining districts. It said the mines in the Castle Gate, Utah, 
District to all points beyond McCamon, Idaho, in the Pacific 
Northwest should take rates fifty cents over those from the 
Rock Springs-Kammerer group. It said rates from Wyoming 
into Colorado should be revised so as to harmonize with the 
rates in Colorado agreed on, for intrastate application in joint 
proceedings by the federal and state bodies, such revision caus- 
ing both increases and reductions. It said there should be gen- 
eral reductions from Castle Gate and southern Wyoming to Ne- 
vada, the heaviest reductions being to eastern Nevada. It said 
the Waldo-Los Cerios district rates should be $1.30 over rates 
from the Gallup district to destinations in New Mexico and 
Arizona and that the Raton-Dawson differential should be $1.10 
over the Waldo-Los Cerios rates. It said the differential from 
the Sheridan-Kirby district over Red Lodge should be reduced 
to destinations in Montana. All these changes it based on find- 
ings of undue prejudice. 

The Commission found unreasonable the rates from the 
Rock Springs-Kammerer district to southern Wyoming and pre- 
scribed specific rates to various destinations as guides for the 
railroads in removing the unreasonableness. It said the Holmes 
and Hallowell scale, which was proposed by Colorado and New 


Mexico operators, could not be used in the territory under con- 
sideration. 


FRUITS AND VEGETABLE RATES 


Rates on fmiits and vegetables from Florida to Chicago 
were under attack in the hearing of Docket 14820 before Exam- 
iner Hillyer at Chicago, June 21. The complainants allege that 
the 334%, per cent increase in these rates effected by Ex Parte 
No. 74 are unjust. These rates are based on a triple combina- 
tion—Florida points to Jacksonville, Jacksonville to the Ohio, 
and the Ohio to destination. The contention of the complain- 
ants is that the rates should be based on a double combination 
with 25 per cent increase in the South and a 40 per cent in- 
crease in C. F. A. territory. 

The dispute revolves about an interpretation of Ex Parte 
74, which authorized a 3344 per cent increase on through rates 
and the application of the territorial increases on combination 
rates. The carriers maintain that the specific manner of pub- 
lication of this tariff made it a through rate, while the com- 
plainants insist that it was a combination rate. The fruit 
shippers maintain that the present rates effect a discrimination 
against southern territory, while the carriers attempted to show 
by rate studies that the rates in question compare favorably 
with depressed eastern rates and are on about the same level 
as for dead freight moving over the same route. 
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FROZEN EGG REPARATION 


Failure of the carriers, on January 1, 1922, to make a ten 
per cent reduction in their rates on frozen eggs, Examiner T. 
John Butler thinks, should cause the Commission to declare, in 
No. 13808, National Poultry, Butter and Egg Association et al. 
vs. Ann Arbor et al., the rates on such frozen eggs, carloads and 
less than carloads, in mixed carloads with dairy products, be- 
tween January 1, and June 30, 1922, unreasonable to the extent 
they exceeded 90 per cent of the third class contemporaneously 
in effect. 

- When the reductions on farm products went into effect on 
January 1, 1922, frozen eggs were not treated the same as eggs 
in the shell. The former were not given the benefit of a re- 
duction of 10 per cent, because they were not deemed products 
of the farm. Frozen eggs were not given the benefit of the re- 
duction because, as some carriers contended, they were manu- 
factured or processed commodities, warranting higher rates. 

Examiner Butler, however, pointed out that the frozen eggs, 
to a certain extent, constituted evidence that the railroads had 
not been asked to make reparation for all the eggs broken by 
them in bringing eggs to concentration points and that to the 
extent loss and damage claims were kept down by the saving 
of the cracked eggs at the concentration points, to that extent 
the railroads benefited. He said the claim that frozen eggs con- 
stituted a manufactured or processed commodity rested on the 
fact that, in some instances a small quantity of salt or sugar 
was added to act as a preservative, but that in no sense of the 
word could they be considered manufactured or processed. 

The prayer was for reasonable rates and reparation. But, 
before the case came on for hearing the reductions of July 1, 
1922, were ordered. They restored the rates on eggs and frozen 
eggs to the same level. The complainants and the interveners 
therefore amended their prayer to one of reparation only. 

Listing the contentions made by the carriers, Bxaminer But- 
ler said, “they further assert that if they are required to pay 
reparation on the shipments involved they may be subjected to 
the payment of reparation on shipments of many other com- 
modities. There is no merit to this contention. Indeed, its ap- 
plication would mean that the more extensive the improper 
charges made by the carriers had been, the greater extent of 
their wrong should relieve them from liability. 

The examiner said the reparation should be awarded to the 
following, after they had complied with rule V of the Rules of 
Practice: Fairmont Creamery Co., Independence Produce Co., 
Missouri Egg and Poultry Co., Theo. Aaron, Inc., John Layton 
Co., Inc., Armour & Co., Swift & Co., Titman-Harding Egg Co., 
B. Titman Co., Inc., Morris Ovson Co., The Wadley Co., Hanna 
Poultry & Egg Co., and Seymore Packing Co. 

The record, the examiner said, failed to show that Morris 
& Co., H. J. Keith Co., Sherman White & Co., and R. W. Winsler 
paid and bore the charges on the shipments made by them. 


MISROUTED ICE REPARATION 


A finding that the ice was misrouted and an order of repara- 
tion to the lowest available rate have been recommended by 
Examiner Paul O. Carter in a report on No. 14448, Massachusetts 
Ice Dealers’ Association vs. Director-General, as to shipments 
of artificial ice from Long Island City and Vandeveer Park, L. I., 
East New York and Fltabush Avenue, Brooklyn, made in August 
and September, 1919, to Boston and Boston rate points. 

Ice was ordered: by the complainants from plants in and 
around New York during the shortage in 1919. Prior to order- 
ing ice the dealers were quoted a rate of 13 cents by officials 
of the New Haven. When the ice was received freight charges 
were collected at the rate of 20.5 and 20 cents. The rates men- 
tioned constituted combinations over the routes of movement 
over the Long Island, New Yorw Connecting and New Haven 
roads. The billing was marked “New Haven.” The examiner 
said that under such routing instructions it was the duty of the 
Director-General to have sent the ice via the cheapest route. 
In this instance that route was composed of the car float route 
to the float bridges of the New Haven and the rails of the New 
Haven beyond. The charge via car float was 50 cents per net 
ton and from the float bridges to destinations $2.10 per ton, 
equivalent to the 13-cent rate quoted by officials of the New 
Haven. Carter said reparation to that basis should be awarded. 


SWITCHING CHARGE CONDEMNED 


In a report on No. 13635, Seavey & Flarsheim Brokerage Co. 
vs. Director-General, Examiner John B. Keeler said the Commis- 
sion should find unreasonable a charge for switching two car- 
loads of sugar, for less than a mile, from the Great Northern to 
the Chicago, St. Paul, Minneapolis & Omaha, in Sioux City, Ia., 
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tances of five cents or less. The Great Northern imposed the 
charge, which, on loads weighing 80,800 and 80,864 pounds, re- 
turned a revenue of more than $48 per car, out of which the 
Great Northern absorbed the Omaha’s switching charge of $2 
per car. The switching service was performed in June, 1919. 
The complainant contended the charges were unreasonable to the 
extent they exceeded those which would have accrued at a rate 
of 1.5 cents plus $2 per car. That, the complainant contended, 
was the rate which had formerly been in effect. The examiner 
said the tariffs did not show such a rate. After the shipment 
moved the Great Northern established a rate of two cents per 
100 pounds, plus $2 per car. He said the Commission should 
award reparation to the basis of that rate. 

Incidentally Keeler was called upon to consider what con- 
stituted switching. He submitted the essential parts of the cases 
submitted b ythe parties as to what was a proper definition of 
switching but made no suggestion as to how the Commission 
should define switching. He said it should say, “the movement 
here under consideration was a switching movement within the 
usual acceptation of that term and not a line-haul movement.” 
Reparation, he said, should be made to the complainant as the 
agent for the California & Hawaiian Sugar Refining Company. 


RATES ON FROZEN MEAT 


In a report on No. 14212, Armour and Company vs. Pennsyl- 
vania, Examiner T. John Butler said the Commission should find 
unreasonable rates on carloads of frozen lambs, from shipside 
pier No. 19, Brooklyn, and from pier No. 59, North River, within 
the free lighterage limits of New York harbor, to the Merchants 
Refrigerator, Jersey City, and from the Merchants Refrigerator 
to pier No. 25, North River, when for export. 

The complaint was against a rate of 24 cents on ten car- 
loads of imported lambs, frozen, shipped in Septembmer, 1920, 
from pier No. 19, and on twelve carloads shipped in May, 1922, 
from pier No. 59 to the Merchants Refrigerator in Jersey City 
and on seven carloads, shipped in February, 1921, from the 
Merchants Refrigerator to pier No. 25. 

The shipments from shipside to the Merchants Refrigerator, 
called the freezer, consisted of frozen lambs imported. from 
Australia. The shipments from the freezer to shipside consisted 
of frozen lambs previously imported and stored in the freezer, 
and then moved for export, to shipside. 

The case was tried on the basis of earnings under the rate 
imposed, the examiner saying the movements were not sporadic. 
He said the Commission should hold the 24-cent rate unreason- 
able to the extent it exceeded 12.5 cents in the past and the 
present rate of 21.5 cents unreasonable to the extent it exceeds 
11.5 cents on shipments from shipside points within New York 
harbor lighterage free limits; to Jersey City, and to the extent 
it exceeds 6 cents, plus $5.85 per car for shipments from Jersey 
City to shipside at points within the free lighterage limits of 
New York harbor. He said reparation to the basis of those rates 

should be awarded. 


REPARATION ON SUGAR 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Burton Fuller in a report 
on No. 13652, William D. Cleveland & Sons et al. vs. Beaumont, 
Sour Lake & Western et al., as to rates and shipments of sugar 
from New Orleans and related points to Houston and Beaumont, 
Tex., between March 19, 1920, and October 20, 1921. He said 
the Commission should find rates on like traffic from Greeley, 
Baton and Fort Collins, Colo., not unreasonable. The complain- 
ants, dealers in sugar at New Orleans and the two Texas cities, 
alleged the rates were unreasonable and unduly prejudicial to 
Houston and Beaumont and unduly preferential of Shreveport 
and Lake Charles. Charges were collected at the applicable 
rates of 40 and 71 cents prior to August 26, 1920, and 54 and 96 
cents thereafter. The examiner said the proof was insufficient 
to entitle complainants to an award of reparation on a finding 
of undue prejudice. He said the rates from New Orleans should 
be held unreasonable to the extent they exceeded 29 cents before 
and 39 cents after August 26, 1920, and reparation to that basis 
awarded. 


INCREASED CHARGES PROPOSED 


Examiner John T. Money, in a report on No. 14697, Indiana 
State Highway Commission vs. Cleveland, Cincinnati, Chicago 
& St. Louis et al., advised the Commission to dismiss the com- 
plaint, after pointing out that instead of the shipments being 
overcharged they were undercharged. The case was tried under 
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Chairman Meyer’s shortened form of procedure. The com- 
plaint was to the effect that the charges collected on three 
derricks, shipped in May, 1922, from Columbus, O., to Indi- 
anapolis and then reconsigned, after placement for unloading, to 
Putnamville, Ind., were unreasonable and in excess of those 
legally applicable. Charges were assessed on the actual weight 
of the knocked-down derricks on one flat car and on a 24,000- 
pound minimum on two others, one partly loaded and the other 
used as an idler. 

The complainant contended the through rate from point of 
origin should have been applied, plus a reconsignment charge 
of $7, the actual weight to be used in computing the charges. 
The examiner said the actual weight part of the tariff referred 
to derricks moving on their own wheels and not knocked down, 
as these were. He also said the minimum on the extra cars 
should have been 33,100 and 33,600 pounds, instead of 24,000 
pounds. In addition, he said, there should have been a re- 
consignment charge of $7 on each of the three cars. The com- 
bination of locals, he said, was applicable because the reconsign- 
ment orders were not given until after placement for unloading. 


YARD EXTENSION QUESTION 


Examiner Frederick M. Dolan, in a report on No. 14253, 
Joseph Bancroft & Sons Co. et al. vs. Philadelphia & Reading 
et al., recommended a finding that the failure of the Reading 
to include the principal complainant’s plant within the switch- 
ing limits of Wilmington, Del., is not unreasonable, unjustly 
discriminatory or unduly prejdicial. Dolan found overcharges 
on coal and coke coming in over the Pennsylvania or Baltimore 
& Ohio because the tariffs provided for delivery within “the 
limits of the city of Wilmington, Del.” He said that that lan- 
guage did not warrant the exemption of coal and coke from 
the switching rate and its absorption by the line-haul carriers 
because the Bancroft plant is within the city limits of Wilming- 
ton, although outside the district in which reciprocal switch- 
ing arrangements are maintained. Dolan said the tariffs were 
to be construed in the light of their printed language. The 
Reading’s general coal freight agent, Dolan said, testified that 
‘his understanding was that the switching limits on coal and 
coke were the same as on general merchandise. Dolan said the 
understanding of the carriers on that point was not controlling. 
He said the Reading should make prompt refund on shipments 
to which the class rates from the interchange point had been 
assessed. 

The complainants alleged that the failure of the Reading 
to include their sidings within the Wilmington switching limits 
had subjected and subjects them to the payment of charges in 
violation of the first three sections of the act. Relief for the 
future and reparation on shipments within the statutory period 
were prayed. 

Wilmington, the report said, was served by the Reading, the 
Pennsylvania and the Baltimore & Ohio. For more than fifty 
years, it said, the Bancroft plant had been established at Rock- 
ford, Del., on the Kentmere branch of the Wilmington & North- 
ern, the latter operated by the Reading under a lease. Rock- 
ford, Dolan said, was within the city limits of Wilmington, 
but beyond the limits of the reciprocal switching area. 

Unless turned over to the Reading, traffic arriving or to be 
dispatched over the other trunk lines must be drayed across 
Brandywine creek to the plant of the Bancroft company. Usually, 
therefore, such traffic is turned over to the Reading. On traffic 
hauled by the Pennsylvania or the Baltimore & Ohio to West 
Yard or Elsmere Junction, their interchange points with the 
Reading, the delivering line assessed class rates beginning with 
31.5 cents first class running down to 9 cents on sixth. That 
scale is in use except on traffic moving on joint rates between 
the Baltimore & Ohio and the Reading. On traffic on which the 
Reading receives the line-haul but upon which joint rates do 
not apply, the Reading charges an arbitrary of 3.5 cents from 
Kentmere Junction to Rockford. 

The complainant alleged that the through rates, composed 
of the rates to Wilmington, plus the class rates of the 31.5-cent 
scale, were unreasonable, unjustly discriminatory and unduly 
prejudicial to the extent the class factors exceeded the 3.5-cent 
factor imposed on traffic upon which the Reading received the 
line haul. 

Among the facts cited to show that the factors obtained 
by the use of the 31.5-cent scale were unreasonable was the 
one that, on traffic interchanged with carriers by water at the 
French street wharf, the Reading applied the 3.5-cent factor 
for longer hauls, over the same rails. It was alleged that that 
constituted a violation of paragraph 3 of section 3 in that it 
discriminated against traffic received from the Baltimore & 
Ohio and Pennsylvania. Dolan said that since the Pennsylvania 
and Baltimore & Ohio were not parties to the complaint, that 
issue might not be considered on this record. 

The Reading opposed the inclusion of the sidetracks of the 
complainants chiefly on the ground that if it extended the 
switching limits to include them it would be called upon to 
include other sidetracks served by the Kentmere branch, not 
by yard engines, but by road engines and road crews. 
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Such evidence as the complainant offered, Dolan said, bore 
only upon the factor applicable from the interchange points. 
The unreasonableness of through rates, he said, could not be 
demonstrated by an attack upon one component thereof. He 
said that, except to show that the rate was higher than to points 
within the switching limits, the complainant had introduced 
little evidence bearing upon the allegation of unreasonableness 
of the joint through rate applicable on lime from Virginia points. 

Complainant’s chief competitors, Dolan said, were located 
in New England, the business of the complainant being that of 
bleaching, dyeing and finishing cotton goods. There was no 
showing, he said, that the transportation conditions at the two 
points were the same or substantially similar, hence no war- 
rant for a finding of undue prejudice. 


SECOND DISMISSAL ORDERED 


In a report on No. 11911, General Electric Co. vs. Director- 
General, New York Central et al., on further hearing, Examiner 
T. John Butler said the Commission should again dismiss the 
complaint because the evidence submitted was not sufficient to 
establish that the complainant paid and bore the charges. In 
March, 1922, the Commission dismissed this case, which -was 
bracketed with Northwestern Steel Co. et al. vs. Director-Gen- 
eral, 68 I. C. C. 195. It found the charges involved were illegal. 
It said the overcharges should be refunded promptly, and dis- 
missed the complaint. 

The overcharges not having been refunded, the Commission 
reopened the case for the purpose of determining the amount of 
reparation due the complainants. At the further hearing the 
complainants put in evidence the receipted freight bills. The 
examiner said they were evidence that the charges were more 
than legal, but not evidence that the complainant had paid or 
borne the charges. No witness having personal knowledge of 
the books and accounts of the company was presented. No wit- 
ness having knowledge of the payment of the overcharges was 
present, hence the recommendation that the complaint be again 
dismissed. 


BRICK RATE BASIS PROPOSED 


In a report on No. 14239, Rockford Brick and Tile Com- 
pany vs. Chicago, Rock Island & Pacific et al., Examiner T. 
John Butler said the Commission should find rates on brick, 
hollow building tile and drain tile, from Rockford, Sheffield and 
Hampton, Ia., points not far from Mason City, Ia., to destina- 
tions in Iowa, Minnesota, Wisconsin, the Dakotas and Nebraska, 
unreasonable and unduly. prejudicial to the extent they exceed 
rates on like traffic from Mason City, for like distances. He 
said the Commission should make an order to that effect es- 
tablishing rates for the future and deny reparation. 


UNREASONABLE CABBAGE RATE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner R. L. Shanafelt in a re- 
port on No. 13806, Meyer-Vasquez Produce Company vs. Direc- 
tor-General, as to a rate of $1.25 on 34 carloads of cabbage from 
various points in Washington to St. Louis shipped between 
November, 1919, and February, 1920. The complainant thought 
that rate unreasonable in comparison with one of 94 cents con- 
temporaneously applicable from the same points of origin on 
onions and potatoes. The rate collected was that applicable on 
fresh vegetables. The other was a commodity rate. A 94 cent 
rate applied on cabbage from California to St. Louis. 

The Director-General said the 94 cent rate was not ac- 
corded to cabbage from Washington because the movement was 
small and irregular, while the movement from California was 
substantial. This cabbage was moved in refrigerator cars and 
damage claims amounting to nearly $2,000 were paid on it. 

The examiner said the Commission should hold the $1.25 
rate unreasonable to the extent it exceeded 94 cents and award 
reparation. 


ORIENT RELIEF MEASURES 


The Trafic World Washington Bureau 


Another conference for the devising of relief measures for 
the Kansas City, Mexico & Orient was held by division No. 4 
of the Commission, composed of Chairman Meyer and Commis- 
sioners Eastman and Potter, June 16. Participating in the con- 
ference with the commissioners were Julius Kruttschnitt, chair- 
man of the Southern Pacific; W. B. Storey, president of the 
Santa Fe; Hale Holden, president of the Burlington; W. T. 
Kemper, receiver for the Orient, and traffic officials of the direct 
connections of the Orient. 

It was deemed better policy to make no disclosure concern- 
ing the nature of the plans under discussion. In a general way, 
however, they call for the making of rates and divisions which, 
automatically, would throw traffic to the Orient which had not 
been routed by the consignor or consignee, and, therefore, sub- 
ject to the rule that a carrier receiving unrouted shipments must 
forward them by the cheapest route. 
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Freight Claims (Cont.) —Thirty-ninth in the Course of Fifty-two Lessons Written for The 
Traffic World by Grover G. Huebner, Ph.D., Professor of Transportation and 
Commerce, University of Pennsylvania.* 


To facilitate the filing and settlement of freight claims in 
a uniform manner, the Interstate Commerce Commission, the 
National Industrial Traffic League, and the Freight Claim Divi- 
sion of the American Railway Association have approved stan- 
dardized forms to be sed by claimants in filing loss, damage 
and overcharge claims. During the period of federal control the 
use of these forms was prescribed by the Director-General in 
his general orders 41 and 55. 

“The Standard Form for Presentation of Loss and Damage 
Claims” contains spaces for a detailed statement as to: Names 
and addresses of claimant, carrier to whom presented, con- 
signor and consignee; claimant’s claim number as well as car- 
rier’s; description of shipment; amount of claim; point of ship- 
ment and destination; routing of shipment; dates of claim and 
bill of lading; name of carrier issuing bill of lading; number 
of paid freight bill; original car initial and number; notation 
of any reconsignment en route. 

The form also provides a space for a detailed statement 

showing how the amount claimed is determined, and by pro- 
viding a list of documents to be submitted in support of claim, 
it calls attention of the claimant to the papers which must be 
attached and provides space for additional remarks. The fore- 
going statements must be subscribed to by the claimant and 
certified as correct. The reverse side of the form contains a 
statement addressed to the claimants calling attention to im- 
portant points of law and recommendations concerning loss and 
damage claims. 
. The Standard Form for Presenting Overcharge Claims is 
similar, but differs in certain respects. To prevent confusion 
it is printed on yellow paper instead of the salmon paper used 
in the Standard Form for Loss and Damage Claims. It contains, 
in addition to the space for detailed information as to shipper, 
consignee, description of shipment, etc., a place for a statement 
of the nature of the overcharge and a detailed statement of the 
amount of claim. A list of supporting documents required is 
included, differing somewhat from those required to support 
loss and damage claims. The reverse side contains information 
for the use of shippers to be used in filing overcharge claims 
differing in some respects from the instructions in the case of 
loss and damage claims. 

When filing a. claim for loss of freight it is advisable to 
file with it the following documents: 

(1) The original bill of lading if not previously surrendered to 
the carrier, or in case the claimant is unable to do this, a bond of 
indemnity must be given to insure the carrier against another claim 
being filed using the original bill of lading as a supporting document. 

(2) The original paid freight (‘‘expense’’) bill. 

(3) The original invoice or a certified copy. 

(4) An affidavit of non-delivery of freight is not so essential 
as the preceding documents but may be filed to obviate delays caused 
by the incompleteness of delivering agents’ record. In the case of 
a partial loss claim it is desirable to obtain a notation of loss on the 

freight bill stating the amounts missing on delivery, although the 
absence of such notation is not conclusive that the claim is worth- 
less. If a claim involves a concealed loss, affidavits of the shipper, 
consignee, drayman and all parties handling the shipment while out 
of the possession of the carrier are desirable. In case of such a loss, 
moreover, the carriers now usually ask both the shipper and con- 
signee to fill out a special “Concealed Loss and Damage Blank”’ con- 
taining specific inquiries as to the handling of the shipment. 


‘ If loss is due to leakage of grain or liquids, it is desirable, 
in some states it is in fact legally required, that the claim be 
further supported by market or sales reports; affidavits of load- 
ing and unloading, weight or weighmasters’ or gaugers’ cer- 
tificates. 

The supporting documents filed with a damage claim are 
the usual papers listed above, but, in addition, affidavits from 
the shipper and consignee stating the condition of the freight 
upon shipment and delivery may also be filed, to expedite set- 
tlement. In case of concealed loss the claimant is usually 
asked to answer the inquiries contained in a special “Concealed 
Loss and Damage Blank.” 

Claims for damage due to unreasonable delay shouid, in 
addition to the usual documents, be supported by market re- 
ports showing prices ruling on the day when the grain, fruit, 
produce, live stock or other freight should have arrived, and 
a sales report or account showing the price received for the 
delayed freight. In case of claims due to delay, the shipper 
at the time of the shipping contract was made should have 
notified the carrier that delay in delivery would, because of 
changing market prices or other reason, incur special damage. 





. *This article was prepared by G. Lloyd Wilson, A. B., Instructor 
in Commerce and Transportation, University of Pennsylvania. 


In presenting an overcharge claim the claimant should 
attach the following documents: 


(1) The original paid freight (‘‘expense’’) bill. 

(2 The original invoice or a certified copy, when the claim is 
based on weight or valuation, or when shipment has been improperly 
described. 

(3) The original bill of lading, if not previously surrendered to 
the carrier, when shipment was prepaid, or when the claim is based 
on misrouting or valuation; of, if the bill of lading cannot be sup- 
plied, a bond of indemnity. 

(4) A weight certificate or certified statement when the claim 
is based on weight; and, if the claim is for overcharge on shipments 
of lumber, the claim should be supported by a statement of feet, 
—, kind of lumber, and length of time on sticks before being 
shipped, j 

(5) Citation of the tariff authority if the claim is based on an 
error in freight or classification; and if based on rates quoted in 
letters from traffic officials, the originalg or copies of such letters. 


It should be noted, in this connection, that the shipper can- 
not rely upon rate quotation made in error by an agent of the 
carrier, even though such quotation is made in writing. Sec- 
tion 11 of the Interstate Commerce Act, as amended by the 
Transportation Act of 1920, provides that a carrier “misstating, 
in writing, the applicable rate, in consequence of which the 
shipper requesting the rate suffers damage, either in shipping 
over a line or route for which the proper route is higher than 
the rate, over another available route or in entering into a 
contract whereunder the shipper pays the rate, shall be liable 
to a penalty of $250, which shall accrue to the United States 
and may be recovered in civil action by the United States.” 
The shipper, however, has no recourse upon the carrier. He 
is obliged to pay the lawful rate and the misquotation of such 
rate does not alter the obligation. 


Varieties of Overcharge Claims 


An overcharge may come about in many different ways. 
It may be the result of a simple error in classification or in 
quoting a rate; misrouting or valuation; use of wrong tariff; 
improper description or billing, such as failure to bill different 
articles or parts separately, error in extension, advance charges, 
erroneous billing of damaged parts, returned freight or empty 
containers; non-absorption of drayage charges (if provided for 
by tariff), error in weights; the use of a car with minimum 
capacity exceeding that of the car called for; or failure to 
apply dunnage rules, mixed carload rules, the rule preventing 
a higher total charge for L. C. L. than for C. L. shipment, or 
other rules contained in the carriers’ classifications and tariffs. 
The claimant should make it clear just how the overcharges 
resulted. 

In many instances it may appear to a claimant at first 
glance, that the carriers require more documents and more 
detailed information than is absolutely essential. The more 
completely and frankly the claimant discloses all the informa- 
tion concerning the loss, damage or overcharge of which he 
complains, the more likely he is to receive prompt and sat- 
isfactory adjustment by the carrier. 

The settlement of claims may at times be delayed unrea- 
sonably, but claimants usually wait a reasonable period of 
time before bringing suit, because the freight claim department 
is by law required to investigate the facts upon which a claim 
rests before issuing a voucher. Section 10 of the Interstate 
Commerce Act provides as follows: 


Any common carrier subject to the provisions of this Act, or, 
whenever such common carrier is a corporation, any officer or agent 
thereof, or any person acting for or employed by such corporation, 
who, by means of false billing, false classification, false weighing, or 
false report of weight, or by any other device or means, shall know- 
ingly and willfully assist, or shall willingly suffer or permit, any 
person or persons to obtain transportation for property at less than 
the regular rates then established and in force on the line of trans- 
portation of such common carrier, shall be deemed guilty of a mis- 
demeanor, and shall, upon conviction, thereof in any court of the 
United States of competent jurisdiction within the district in which 
such offense was committed, be subject to a fine of not exceeding 
five thousand dollars, or imprisonment in the penitentiary for a term 
of not exceeding two years, or both, in the discretion of the court, 
for each offense. 


In a clause directed against shippers and consignees this 
section contains a similar provision specifically mentioning 
claims. The carriers are, moreover, obliged by law to keep 
their accounts according to the uniform methods prescribed 
by the Interstate Commerce Commission, and their accounts 
are open to examination by the Commission’s investigators. 
The Commission has, in fact, specifically ruled that “it is not 
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the proper practice for railroad companies to adjust claims 
immediately on presentation and without investigation, The" 
fact that shippers may give bond to secure repayment in case,’ 
upon examination, the claims prove to have been improperly 
adjusted, does not justify the practice.” (Conference Rulings 
68, 236 and 462.) This attitude of the Interstate Commerce 
Commission is confirmed by the decision of the Supreme Court 
in the case of Charleston & Car. R: R. vs..Varnville Co. (237 
U. 8S. 597). 


Time Within Which to File Claim 


The Uniform Bill of Lading Contract provides, in section 
2, paragraph (b), as follows: 


Claims. for loss, damage, or injury to property must be made 
in writing to the originating or delivering carrier or carriers issuing 
this bill of lading within six months after delivery of the property 
(or, in case of export traffic, within nine months after delivery at port 
of export) or, in case of failure to make delivery, then within six 
months (or nine months in case of export traffic) after a reasonable 
time for delivery has elapsed; provided that if such loss, damage, or 
injury was due to delay or damage while being loaded or unloaded, 
or damaged in transit by carelessness or negligence, then no notice 


of claim nor filing of claim shall be required as a condition precedent 
to recovery. 


The limitation as to time within which claim must be filed 
does not apply, it will be noted, to claims arising out of dam- 
age while being loaded or unloaded, or due to carelessness or 
negligence while in transit. 


Section 2, paragraph (b) further provides that: 


Suits for loss, damage, injury, or delay shall be instituted only 
within two years and one day after delivery of the property, or in 
case of failure to make delivery, then within two years and one day 
after a reasonable time for delivery has elapsed: Provided, that in 
case the claim on which suit is based was made in writing within 
six months, or nine months in case of export traffic (whether or not 
filing of such claim is required as a condition precedent to recovery), 
suit shall be instituted not later than two years and one day after 
notice in writing is given by the carrier to the claimant that the 


earrier has disallowed the claim or any part or parts thereof specified 
in the notice. 


A shipper who has neglected to file a claim in writing within 
six months, or a notice as to his intention of filing such a claim, 
where the loss, injury, or damage was not due to delay or 
damage while the shipment was being loaded or unloaded, or 
caused through carriers’ negligence or carelessness, is barred 
from seeking recovery through court action. 

On the other hand, a shipper who has properly filed his 
claim in writing within six months or the equivalent, namely, 
an intention of filing a claim in the future, may proceed against 
carriers in a court action for recovery of damages whenever 
he feels that no voluntary redress is to be expected from the 
carriers. But such court action must be started within two 
years and one day after delivery of the property. 

If the property was never delivered the period from which 
the. time limitation of two years and one day should be com- 
puted would be the approximate date on which a delivery could 
have been reasonably expected if the cause of non-delivery had 
been avoided. 

An important condition precedent to recovery, whether such 
recovery is sought through claim against the carriers or through 
court action is the actual filing of the claim within the re- 
quired period or a filing of an intention to do so. Failure to 
do so bars recovery. The second condition precedent to re- 
covery is that all such claims which have been filed, with the 
carriers within the required time limitation may be brought 
as a court action, within two years and one day after delivery 
of the property; or, in case of non-delivery, then two years 
and one day after a reasonable time for delivery has elapsed. 

However, in cases where the alleged loss, damage, or in- 
jury was due to delay or damage while the property was loaded 
or unloaded or where the damage occurred in transit through 
the negligence or carelessness of carriers no time limitation 
in which to file such claims is prescribed nor is a filing of 
intention required. However one condition precedent to recov- 
ery through court actions is that suits must be instituted within 
two years and one day after delivery or within two years and 
one day after a reasonable time for delivery has elapsed. 


Prior to the enactment of the transportation act, 1920, 
many claims, although filed with the carriers within the pre- 
scribed period became outlawed. The shipper had lost his 
right to recover by court action whenever the investigation of 
the merits of the claim by the carriers required a period of two 
years, or close to that period, before settlement by carriers 
was finally declined. In such instances it was usually too late 
to resort to court action, and the shipper was deprived of his 
constitutional right to secure redress by instituting suit. 


Congress, when framing the transportation act, 1920, took 
cognizance of the unjust and discriminatory position in which 
shippers were placed and amended the third proviso of the 
eleventh paragraph of section 20 of the interstate commerce 
act through section 438 of the transportation act, 1920. 

“Suits shall be instituted not later than two years and one 
day after notice in writing is given by the carrier to the claim- 


. through court action. 
‘time a carrier’s investigation may require before finally dis. 
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Rail Carriers’ Right of Subrogation 


Section 2, paragraph (c), of the Uniform Bill of Lading 
Contract provides: 


Any carrier or party liable on account of loss of or damage to 
any of said property shall have the full benefit of any insurance that 
may have been effective upon or on account of said property, so far 
as this shall not avoid the policies or contracts of insurance: Pro- 


vided, That the carrier reimburse the claimant for the premium paid 
thereon. 


A shipper cannot, therefore, profit by taking compensation 
from the carrier and from the insurance company for his loss, 
thereby receiving double indemnity for a single loss. 

Freight claim adjustments are handled by departments lo- 
cated variously in the general freight, accounting and legal de- 
partments. For years it was customary for the claim depart- 
ment to be attached to the general freight departments of 
the larger carriers, but more recently several large roads have 
placed the handling of loss and damage claims with the claim 
department, which functions as a part of the egal department, 
and overcharge claim adjustments are intrusted to a _ sub- 
department of the accounting department reporting in many 
instances to an auditor of freight receipts or similar official. 

The freight claim department is usually under the charge 
of a freight claim agent and several assistants if the road’s 
business is of considerable volume. These assistants may han- 
dle separate phases of the work or may have jurisdiction over 
the various territories served by the carrier. Each office is 
organized much along the same lines as the head claim office. 
There is usually a chief clerk with jurisdiction over the clerical 
work, a chief investigator handling the field inspection work, 
an over short and damage bureau to supervise the handling of 
O. S. & D. freight; inspectors to personally investigate claims; 
a tracing bureau to trace freight; an unclaimed department 
handling freight on hand without marks and attempting to 
associate “over” freight on hand with short billing, and ar- 
ranging sales by auction or otherwise of unidentifiable or re- 
fused freight after expiration of time provided for in the Uni- 
form Bill of Lading; and inspectors who investigate car rec- 
ords, seals, damage and trace losses through the records of 
the local freight offices and with claimants. 

In the overcharge claim department the typical organiza- 
tion has a chief clerk, with clerks handling rates, checking 
weights and correcting errors in extension, and investigators 
who verify overcharge records and who attempt to eliminate 
the causes of claims at the local stations. 

Both the freight claim department and the overcharge de- 
partment or bureau have voucher clerks under a head clerk 
who verify the amounts of claims after approval and who pre 
pare vouchers in favor of claims for amounts settled, drawing 
usually upon the treasury department. 

The local freight agents, although employed in the operat- 
ing department, also constitute part of the freight claim organ- 
ization. When, upon arrival, a car contains more freight than 
is listed in the waybill or when freight is received without 
billing, the receiving agent makes out an “over report” which 
identifies the waybill, car, train, seal record and train con- 
ductor, and contains two series of inquiries to be answered, re- 
spectively, by the forwarding and delivering agent. Should a 
car arrive with less freight or waybill be received covering 
more freight than is received than is billed, the receiving agent 
similarly makes out a “short report;” and when freight arrives 
in a damaged condition he makes out a “damaged” or “bad 
order” report. These reports are handled variously on dif 
ferent lines, but in all cases they constitute a part of the 
evidence used by the freight claim department in adjusting 
freight claims. 

The freight agents also send out “tracers” to locate short 
freight and to fix responsibility for damaged freight. They 
send “refused” or unclaimed freight reports to the freight claim 
agent, and they forward to him the claim blanks which they 
receive from claimants with all documents attached. In case 
of concealed loss or damage claims the agents are usually 
obliged to send in special reports, which have been standardized 
by the freight claim division of the American Railway Associa- 
tion, When concealed loss or damage is reported to the local 
freight agent arrangements are_made. for inspection of property 
so as to give the carriers an opportunity to verify immédiately 
the damage or loss complained of. 

Should the freight claim department refuse to settle a claim 
and the claimant then decided to bring suit against! the railroad 
company, the case is turned over to the legal department for 


Jun 


def 
fac 








ing 


to 
hat 
far 
TO- 
aid 


ion 
SS, 


de- 
art- 
of 
ave 
aim 
ent, 
sub- 
any 
vial. 
rge 
ad’s 
lan- 
yver 
> is 
fice, 
ical 
ork, 
x of 
ms; 
ent 
- to 
ar- 
re- 
Uni- 
rec- 
3 of 


\iza- 
king 
tors 
nate 


de- 
lerk 
pre- 
ving 


arat- 
gan- 
than 
hout 
hich 
con- 
, re- 
Id a 
ring 
gent 
‘ives 
‘bad 

dif- 

the 
sting 


hort 
They 
laim 
they 
case 
tally 
lized 
ocia- 
local 
erty 
ately 


Jaim 
road 
t for 


June 28, 1923 





defense. The freight. claim department co-operates by submitting 
facts upon which the company’s attorneys will base their case. 


Interline Claim Settlement 


The claimant’s interest in freight claims naturally ceases 
when the claim is settled by the carrier to which presented. 
When the claim arises out of an interline shipment it becomes 
necessary for the claim to be apportioned among the carriers 
participating in the revenue movement. Such settlements are 
usually adjusted in accordance with the rules and rulings of 
the freight claim division of the American Railway Association. 
Rule 1 of the Rules of Order of this body states the objects 
of the organization to be “the prompt and lawful settlement of 
freight claims with claimants and between carriers; also the 
study of claim causes and the application of preventive meas- 
ures.” 

It has a detailed code of rules covering the procedure to 
be used in settlement of freight claims. These rules define 
the terms used in connection with claims, investigation pro- 
cedure, car sealing rules, inspection of equipment, checking of 
exceptions, loading and delivering freight without carrier’s 
check, reporting refused and unclaimed freight, handling of 
astray freight, apportionment of loss, damage and overcharge 
claims among carriers party to the haul, collection of guaranteed 
charges, distribution of deficits arising from uncollectable freight 
charges, handling of damaged shipments, settlement of claims 
involving litigation, interline settlement after investigation and 
payment, and settlement of amounts due by draft. 

The rules are naturally too lengthy to be reproduced in 
detail and many of them concern only the carriers in their 
intercorporate settlements. Others, however, are of interest 
and benefit to shippers as well and a few typical rules are 
appended: 


Rule 2i—Permits carrier at fault ‘to pay claimant direct. 

Rule 22—Unauthorized rates must not be protected. 

Rule 23—Overcharge resulting from erroneous rate may be paid 
promptly. 5! : 

Rule 24—In case of dispute as to weight, reweight at terminal 
shall govern, 

Rule 26—The original paid freight bill is considered as evidence 
of amount collected. 

Rule 28—The carrier to which claim is properly presented shall 
investigate to establish validity and apportion liability in accordance 
with the rules herein provided for the settlement of claims. 

Rule 64 (a)—Car shall be inspected by carrier furnishing the 
equipment before each loading, and if necessary, properly cleaned 
and placed in good condition, so that loss of or damage to freight 
may not result from defects in car, filth, waste, oil, grease or other 
substance or from anything liable to cause loss of or damage to 
freight; such inspection to be governed by the kind of freight to be 
loaded and the probability of loss or damage. “ 

Rule 68—When a claim is for loss or damage to freight loaded by 
a shipper, or unloaded by a consignee, or both loaded and unloaded 
by a shipper and consignee, respectively, without representative of 
carrier being present, their check shall be deemed made by carriers 
and the claim shall be investigated and settled; provided, by demon- 
strating that the loss or damage occurred through the negligence of 
carriers. The paying carrier may demand affidavits of shipper and 
consignee as a condition of payment. 4 

Rule 116—Provides for charging portions of claims among carriers 
in case of imperfect sealing or seal records, 

Rule 160—Claims for concealed loss or damage not exceeding 
$50.00 shall be prorated on mileage from initial point to destination. 
Loss or damage claims (excepting conceals) not exceeding $20.00 to 
be prorated on records of check at junction, destination, or break 
bulk point. 

Rule 170—Loss or damage arising through error of employee or 
negligence shall be charged to carrier at fault— 

Rule 174—Claims for delay to be charged to carrier or carriers 
responsible. Delay is defined as “the time consumed by each carrrer 
in excess of its established schedule or regular service for the kind 
and quantity of the freight involved,” 

, — 176—Located damage or loss shall be charged to carrier at 
ault. 

Rule 186—Concealed loss or damage exceeding $50.00 to be pro- 
rated on mileage. 

Rule 200—Overcharge claims to be charged to carrier at fault. If 
more than one carrier is at fault apportionment shall be made on 
basis agreed divisions. 

Rule 230—When freight received from another carrier is found 
to have been damaged by wreck or otherwise, necessitating a return 
to shippers for repairs, or when freight checked at junction points 
in damaged condition and allowed to go to destination, is refused 
and must be returned, no charge shall be made for the return move- 
ment; provided, return movement is made by the same route as when 
forwarded and provision therefore is made in conformity with pub- 
lished tariff, reference to original billing to be shown on return’ bill- 
ing. A carrier responsible for damaged freight is also responsible 
for freight charges to destination if it chooses to send the damaged 
property forward. 

Rule 246—When in the course of the investigation and settle- 
ment of a claim, any interested carrier is sued by claimant, such 
-Carrier shall ascertain from other interested carriers whether they 
prefer to defend suit, rather than join in the settlement of claim. 

Rule 247—When a claim has been declined upon its merits by all 
carriers interested and suit is entered by the claimant and the 
amount is recovered from any carrier interested, either by judgment 
or settlement after the suit is begun, or by settlement before suit 
1S commenced if general or principal attorney of carrier to which 
claim is presented advises in writing in claim papers that suit cannot 
be successfully defended, such amount and all costs shal be appor- 
tioned to interested carriers in accordance with the appropriate rule. 

Rule 267—Provides for monthly statement of claims balance and 
Settlement by draft on the 10th of each month. 

Rule 268—Claim filés are to be returned to paying carrier for 
Permanent filing. i ; 
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Claim Prevention 


The huge annual loss through freight claims constitute a 
problem which both carriers and shippers are seeking to solve. 
Out of every dollar of gross revenue carriers are paying out 
to compensate shippers for loss between one and two cents, 
besides a large sum for the maintenance of claim departments. 
These sums, moreover, do not cover the entire economic. loss 
arising out of freight loss and damage. A repayment of money 
damages does not fully compensate shipper or consignee. The 
thing desired is the receipt of freight in good condition and in 
reasonable time, Payment of the claim does not deliver the 
goods for resale or consumption. 

The rail carriers, through their various association, the 
express’ companiés, and the shippers, through the National In- 
dustrial Traffic League, and other commercial organizations, 
have directed their attention toward the relief of this condi- 
tion by preventing claims. Some, of course, are unavoidable, 
but very substantial results may be accomplished by co-opera- 
tion between shippers and carriers in the following respects: 

(1) Use of substantial containers; (2) avoidance of second- 
hand containers unless in good condition; (3) careful marking 
of packages; (4) obliteration of old marks; (5) care in loading 
and unloading; (6) proper preparations of perishables for ship- 
ment; (7) placing name and address of shiper and consignee 
on inside of package; (8) use of sufficient blocking and dun- 
nage; (9) exact description of article on bill of lading; (10) 
avoidance of rough handling of cars; (11) use of proper equip- 
ment; (12) more careful policing to prevent robbery; (13) 
greater care in billing; (14) efficient tracing. 


PULLMAN SURCHARGE 


A renewed attack on the Pullman surcharge was opened at 
Chicago June 20 in the hearing on dockets 11567 and 14785, be- 
fore Commissioner Campbell and Examiner Keeler, the latter 
a general investigation of the surcharge ordered by the Com- 
mission following a complaint by the Order of United Travelers 
of America, which asked for a reduction of Pullman fares and 
on which Docket 11567 Chief Examiner Quirk wrote a tentative 
report recommending dismissal. In the hearing the carriers 
were opposed by the Pullman company and several national 
organizations of traveling men. Appearances were also filed by 
the National Industrial Traffic League and by the American 
Farm Bureau Federation. The position of the last two organ- 
izations was one of watchful waiting. They did not indicate 
which side they desired to support. 

The traveling salesmen’s organizations expect to be able to 
show that the addition of the surcharge caused a decrease of 
more than one-third in Pullman traffic in the first month after 
its inauguration. They contend that this decrease has increased 
Since then, while the carriers hold that it was a temporary 
condition caused by the falling off of all passenger traffic at 
that time. The Pullman company and the traveling men be- 
lieve that the carriers are getting several hundred per cent 
more revenue for Pullman service than they were before the 
war and expect to substantiate their beliefs by statistical ex- 
hibits (see Traffic World, May 26, p. 1234). ' 

J. E. Burrell, eastern superintendent of passenger traffic for 
the Pennsylvania, testified as an operating witness for the car- 
riers, who presented their case first. He stated that there were 
numerous services which the carriers performed for the Pull- 
man passenger not accorded to coach travelers. Additional yard 
and switching facilities were necessary in handling Pullman 
traffic, weight of trains was increased, and fewer people could 
be handled with the same equipment. 

Charles M. Burt, testifying as the carrier’s traffic witness, 
advanced the theory that passenger rates should take into con- 
sideration space and weight as do the rates for express and 
ocean freight. He justified the surcharge on the theory that 
the Pullman passenger was getting a better service, requiring 
more bulk and weight. The amount paid to the Pullman com- 
pany, he said, should be considered in the light of charges for 
the use of a hotel and that the carrier should receive more than 
the simple fare for transportation of Pullman passengers. The 
amount paid the carriers by the Pullman company, he said, was 
not enough to cover the added cost of the better transportation. 

Between 1912 and 1922, he said, Pullman traffic increased 
38 per_cent, while passenger traffic increased only 2.4 per cent. 
The average occupancy of Pullman cars he stated to be 12.69 
passengers, while the average for all kinds of passenger traffic 
was 15,89. The revenue for 1922 from the surcharge, he stated, 
amounted to $34,000,000, or 3.06 per cent of all passenger reve- 
nue. This he compared to the. earnings last year of 4.14 per 
cent to show that the carriers were not charging too much. 

The financial contentions of the carriers were set forth by 
Wm. C. Wishart, comptroller for the N. Y. C. In discussing 
the earnings of the carriers he said that, on the basis of the 
first four months of 1923, weighting the average for the whole 
year 1923, an earning of 5.49 per cent would be shown. The 





Be to ee 




















































































“Sogis tte Dog ai Sag aig te cregeend 
wb SS Sala ia Oe 


sala eat eet ey 
om din; Said * 


jesage3 


bere PS 


GUE ditons resist See Ne bane mer, 


SR FINE IS: 0 XO NWS SIDA NTT of DEER B IEE EPIL ANE AIT DET PLES 


yesetines 


ee sss SE Shea SRL eR Sa 


SRA SEARLE E Arte hee See 





























1492 THE TRAFFIC WORLD 


average revenue per car-mile he gave as $0.878 for coaches, 
$0.633 for parlor cars, and $0.44 for sleeping cars. The rates 
paid the carriers by the Pullman company, he said, averaged 
less than one cent per car-mile and some roads even paid the 
Pullman company. 

Commissioner Campbell announced June 21 that further 
hearings would be held at San Francisco July 10 and at Port- 
land, Me., July 31. The Chicago hearing was adjourned after 
the second day, when the carriers continued to clarify their 
position with witnesses from the southern and western lines. 

The carriers are basing their case on what they hold to 
be the indisputable fact that the passenger who receives the 
greater service from the railroads should pay the most for his 
transportation. They contend that it is less desirable to move 
passengers in Pullman equipment than in day coaches, owing 
to the increased weight and space required. In addition, they 
seek to show that, while, in the last decade, there has been 
only a slight increase in the total passenger business, there 
has been a much greater increase in Pullman traffic. The 
sleeper was formerly simply a single car added to the rear 
of the train, whereas, today, with the improvement of service 
and with such movements as the annual migrations of tourists 
to Florida, special problems have arisen that have added to 
the cost of handling Pullman passengers. Solid Pullman trains 
are not unusual and require more than double the tonnage 
in order to move the same number of passengers if traveling 
in day coaches. 

Switching problems have increased, they claim, and ter- 
minal facilities have had to be expanded in order to handle 
the traffic in the new form. Touching on this point, E. L. 
Bevington, chairman of the Transcontinental Passenger Asso- 
ciation, said: 

“The carriers submit that this additional cost should not 
be borne by them; neither should it be shifted to the coach 
passengers, nor reflected in the additional revenue which must 
be derived from freight traffic.” Earnings on passenger traffic 
on the western lines, he said, were less than one per cent on 
the investment and the abolition of the surcharge would, there- 
fore, force the burdening of other traffic in order to permit 
Pullman operation. 

Commissioner Campbell asked the carriers to prepare evi- 
dence for future hearings to show the theory of making excur- 
sion rates such as are in effect at present to western points 
and which give reductions in fares greater than the surcharge 
and yet permit the passenger to travel in the Pullman if he 
desires. He wished to know why the old theory of making 


such reduced rates apply only in tourist sleepers had been 
abandoned. 


Representatives of the traveling men’s associations asked the 
carriers to supply figures to show by months the coach and 
Pullman revenues, extending from the present back to pre-war 
times. The revenues per passenger mile for both services were 
asked for and the figures on the Pullman and coach car miles 
per day for the same period. 

A statistical study was introduced by L. E. Wettling, stat- 
istician for the western lines. He sought to bring out, with 
tables and graphs, the lower earnings on Pullman passengers 
as compared with coach passengers and to show the changing 
trends of traffic. From 1919 to 1923 he showed Pullman car 
miles had increased 5 per cent, while coach car miles had 
fallen off 4 per cent. Passenger miles in Pullmans increased 
6 per cent in 1920, then fell off sharply to about 83 per cent of 
1919 for the last two years. Meanwhile, coach passenger miles 
had shown a steady decline to the 1922 figure of 73 per cent 
of 1919 traffic. The largest factor in this decline, he believed, 
was the competition of the automobile for short-haul traffic. 
To that he ascribed the greater decrease in the coach than 
in the Pullman. 

Witnesses for the carriers called attention several times 
to the fact that Pullman rates had shown no such advance as 
hotel rates and said that, in many instances, Pullman accom- 
modations were used simply because they were cheaper than 
hotel charges. 

The case of the traveling men is being handled by the 
National Council of Traveling Men’s Associations, which repre- 
sents some forty organizations. The original complaint against 
the Pullman company was, however, filed by the Order of 
United Travelers of America and attacked only rates paid to 
the Pullman company. Hearings on it were conducted last 
year and the present hearing has been broadened by the Com- 
mission to include the investigation into the surcharge. 


CHANGE IN DOCKET 


Hearing in 14732, Vincent M. Brennan vs. Lehigh Valley 
et al., assigned for June 20 at Detroit, Mich., was canceled. 

Hearing in 12779, National Preservers’ and Fruit Products 
Assn. vs. Abilene & Southern et al., and 12779 (Sub-No. 1), Same 
vs. Director-General, assigned for June 23 at St. Louis, Mo., 
was postponed’ to a date to be hereafter fixed. 
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MARKHAM SPEAKS TO RAIL MEN 


“Transportation provided at a cost which does not make 
it possible for the railroads of the country to take adequate 
care of the peak load of traffic is in the end the dearest kind 
of transportation; a reduction in rates that would break down 
transportation would be one of the worst calamities that could 
befall the people of this country,” said Charles H. Markham, 
president of the Illinois Central, in an address before the 
American Railway Association in Chicago, June 21. He con- 
tinued: 


One of the things that we of the Illinois Central are preaching, 
in our efforts to promote better understanding between the railroads 
and the public, is that what we want is better transportation, not 
cheap transportation; that cheap transportation which does not leave 
the railroads of the country in a position at all times to take reason- 
able care of the peak load of traffic is in the end the most expensive 
transportation, and that no reduction in rates that would wreck the 
railroads would be worth while. On the contrary, it would be one of 
the worst calamities that could befall the people of the country. 

Again, if our rates were reduced, what would happen? When 
I say “reduced,” I mean reduced beyond the point where we could 
pay operating expenses, render the service that the public wants to 
have us render, and at the same time get enough out of the operation 
to make some part of the improvements out of earnings; last, but not 
least, that we might from time to time be able to obtain the new 
sums of money necessary to carry out programs of continued improve- 
ment. Any reduction in rates beyond the point where we could 
accomplish those things would mean ruin to the railroads of this 
country, and in the end bring about conditions that would be nothing 
less than a catastrophe to the people. 

What we ought to preach to the people on this railroad question 
is the policy of not dealing with it as they see it today, but always 
remembering that there must be a stability about railroad rates and 
railroad practices that does not and cannot obtain in the handling of 
the affairs of any other industry. When hard times come industrial 
plants shut down, leaving only a modicum of the expense in the way 
of overhead. But a railroad cannot stop. You cannot leave your 
ears of freight standing on a side track; freight on the platforms; 
passengers waiting for trans to come. Railroads must continue ope- 
rating in good weather and bad, 

It is not possible to adopt with regard to railroad rates the same 
policies that obtain with regard to the prices of commodities generally, 
For example, when hard times come, when the railroads can least 
stand a reduction in rates, that is the time when the great. demand 
for reductions come. Just now we hear scarcely anything about 
reduced rates except from certain professional men in public life— 
I almost started to call them politicians, but I am trying to get away 
fror~ that habit—whose stock and trade is the creating of antagonism 
between the people that have and the people that have not. 

You don’t hear today, for example, from any section of the 
country a demand for wholesale reduction in rates. When you talk 
to shippers their concern is as to whether or not we are going to be 
able to take care of their traffic when the peak load offers next fall. 

And so I say there is that difference between our situation and 
that of the other industries. The shipper wants a reduction in 
rates at a time when we can less afford to grant it. We cannot 
afford to make reductions when times are good, because if we do, 
when _ business falls off later the rates will not be sufficient to come 
anywhere near meeting our requirements. 

_I appeal to you, to every individual officer and employe of the 
railroads of this country, constantly and persistently to do what you 
can to bring about a better understanding. of this railroad question. 
Remember, that our representatives in Washington are there for the 
purpose, at least from their point of view, of serving their constitu- 
ents. Unless there is some great moral question involved, where the 
mob spirit, perhaps, might rule, and where the majority would not 
reflect the real views of the right thinking people of any section of 
the country, your representative in Congress nearly always is guided 
by what he conceives to be the consensus of home opinion. 

Now, if through contact, personal or otherwise, through the 
proper use of the advertising columns of the newspapers, through 
addresses made at various gatherings throughout the country, we can 
promote a better understanding of this railroad question at home, 


is it not reasonable to suppose that in time the message will reach 
Washington? 


Mr. Markham declared that if all railroad men would do 
their part toward promoting better understanding, he did not 
doubt that, in the end, the railroads might look for fair treat- 
ment at the hands of those who will have much to do with 
te future of railroads, and that the threat of government owner: 
ship, with the evils that are part of it, would disappear. 


REFRIGERATION TARIFFS SUSPENDED 
The Trafic World Washington Bureau 


In I, and S. No. 1842, the Commission has suspended from 
June 20 until October 18, the operation of schedules contained 
in Supplement No. 4 to R. C. Dearborn’s tariff I. C. C. No. 1. 
The suspended schedules propose: 


1. To make the stated refrigeration charges published in the 
tariff apply on shipments of perishable freight in refrigeration cars 
when ice is placed by shipper on top of the load. 

2. To revise the stated refrigeration charges on fruits and vege- 
tables when from points on the Missouri & North Arkansas Ry., Mid- 
land Valley R. R., and Jonesboro, Lake City & Eastern R. R., which 
would result in increases of from $5 to $10 per car. 

To make the same stated refrigeration charges to Texarkana, 
Tex., apply to Texarkana, Ark., which would result in both increases 
and reductions, 

4. To increase from $4.50 to $6 per ton of 2,000 Ibs., the charges 
for icing and reicing perishable freight from certain points in Arkan- 
sas on the Missouri & North Arkansas Ry. 

To cancel a now applicable provision whereby the shipper may 
accept a car of a type other than that ordered without waiver of his 
right to the kind of protection service which he has specified. 


Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 

Shipment Held Interstate and Governed by Federal Law: “In- 
terstate Shipment:” 

(Supreme Court of Pennsylvania.) A shipment of goods 
from a point in Massachusetts to Philadelphia, Pa., is an “inter- 
state shipment” and as such governed by federal law.—Hilpert 
vs. Pennsylvania R. Co., 120 Atlantic Rep. 778. 

Federal Statute Authorizes Limitation of Time Within Which 
Carrier May Be Sued for Lost Goods: 

The Cummins amendment to the Carmack amendment (U. 
S. Comp. St., sec. 8604a) authorizes a limitation of not less 
than two years in bills of lading within which a shipper may 
sue a carrier, and it is immaterial that a shipper’s goods weré 
lost by a misdelivery or a refusal to deliver.—Ibid. 

Suit for Non-Delivery Where Brought After Six Months from 
Expiration of Time Limit in Bill of Lading Was Barred: 
When a suit by a shipper against a carrier was not brought 

until six months after expiration of the two-year-and-one-day 

limitation period, as provided in the bill of lading, the trial 
court properly held that six months was more than a reason- 
able time for delivery, and therefore that suit was barred.—Ibid. 

Courts Take Judicial Notice of Distance Between Points of 
Shipment and Destination and Time Consumed in Trans- 
portation: 

A court will take judicial notice of the distance between 
the place of shipment and destination and of the time which 
by ordinary means of transportation would be consumed in 
sending the goods from one point to the other, and determine 
the same as a matter of law.—Ibid. 

Question as to What Is Reasonable Time for Carrier to Deliver 
Held for Court in Absence of Dispute as to Facts: 

Where there is no dispute as to the facts, the question as 
to what is a reasonable time for a carrier to make delivery is 
for the court.—Ibid. 

Shipper Not Filing Written Claim Within Six Months After 
Reasonable Time for Delivery Held Barred from Right to 
Sue: 

Where the shipper’s loss, damage, or injury was not due to 
delay or damage while being loaded or unloaded, or damaged 
in transit by carelessness or negligence, her right of action 
was lost by failure to make a written claim within six months, 
as required by the bill of lading, the latter being obligatory in 
that respect.—Ibid. 

Cause of Action Held Not Affected by Limitation in Federal 
Transportation Act: 

Where shipper based her claim in conversion of goods upon 
carrier’s refusal to deliver upon demand made in May, 1920, 
the cause of action did not accrue prior to federal control (De- 
cember 28, 1917), though the goods were shipped November 21, 
1917, and the federal transportation act of 1920, sec. 206f, pro- 
viding that the period of federal control shall not be computed 
as a part of the period of limitation in actions against carrier 
for causes of action arising prior to federal control, did not 
apply.—Ibid. 

BILLS OF LADING 


On Bank Charging Returned Draft to Seller’s Account, Title 
Revested in Seller, Though Bank Was to Resell for Seller’s 
Account: 

(Supreme Court of South Carolina.) Where seller shipped 
oats under an “order-notify” shipment, sold the draft with bill 
of lading attached to bank, and on buyer’s refusal of shipment 
the draft was returned unpaid and by the bank charged to 
seller’s account, but the bill of lading retained by the bank 
under its agreement to take charge of and sell the oats for the 
seller’s account, held, that shipment was subject to attachment 
by seller’s creditors, as title to the oats had revested in seller. 
—Davis vs. W. H. Crozier & Co. (State Bank & Trust Co., in- 
tervener), 117 S. E. Rep. 309. 


Carrier Held Not Liable for Failure of Packages to Contain 
Contents Described in Bill of Lading, in View of Statement 
Disclaiming Knowledge of Contents: 
(Court of Appeals of New York.) Where bill of lading 

Stated that the contents and condition of contents of packages 

were unknown to carrier, but described the articles as dressed 

poultry weighing 20,000 pounds, the carrier was not liable to 
the consignee for failure of the packages to contained dressed 
poultry, since the description was merely a statement and de- 

Scription supplied by the consignor and did not revoke or over- 

Tule the carrier’s express disclaimer of knowledge of the con- 

tents, under bill of lading act Cong., sec. 21 (U. S. Comp. St., 
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sec. 8604k), notwithstanding section 22 “(settion 8604kk).— 


Josephy et al. vs. Panhandle & S. F. Ry., 139 N. E. 277. 
TELEGRAPHS AND TELEPHONES 


Failure to Present Evidence Within Party’s Power to Produce 
Raises Presumption that It Was Unfavorable to Him: 
(Court of Civil Appeals of Texas, Beaumont.) Where a 

defendant omits to offer testimony within its power to produce, 

and such omission is unexplained, the presumption is justified 
that the testimony would not have aided such party.—Western 

Union Telegraph Co. vs. Honecutt et ux., 250 S. W. Rep. 431. 

$1,250 Held Not Excessive for Failure to Deliver Telegram 

Announcing Mother’s Iliness: 

$1,250 held not excessive for a telegraph company’s fail- 
ure to deliver to plaintiff’s wife a message that her mother 
was seriously ill, and not expected to live, it appearing that 
the message could have been delivered in time for plaintiff’s 
wife to have reached her mother several hours before her 
death.—Ibid. 

Stipulation Limiting Time for Presentation of Claims Not Bind- 
ing When Not Known or Agreed to: ‘ 

In an action for negligent failure to correctly transmit and 
promptly deliver a message to plaintiff’s wife that her mother 
was not expected to live, the sender of the message having 
caused a telephone company to telephone it to defendant tele- 
graph company, stipulations on the back of the blank form on 
which the agent of the telegraph company wrote the message 
requiring claims to be presented in 95 days were not binding 
on plaintiff where not known to the sender nor agreed to by 
him.—Ibid. 

Care Required in Delivering Message Stated: 

(Court of Civil Appeals of Texas, Fort Worth.) Where a 
telegram is addressed to one party in care of another, the 
duty of the telegraph company is not performed by search for 
the one to whose care it is sent, but efforts should be made to 
deliver to the party to whom addressed.—Western Union Tele- 
graph Co. vs. Polick et ux., 250 S. W. Rep. 440. ° 
Interrogatory Suggestive in Form, if Error, Held Harmless: 

In an action against a telegraph company for delay in deliv- 
ering a message apprising the sendee that his child was very 
sick, an interrogatory stating the nature of the action and 
asking witness whether he was acquainted with plaintiffs in 
the suit, if suggestive or leading, held harmless, there being 
no controversy as to whether witness knew plaintiffs—Ibid. 
Admission of Evidence, if Erroneous, Held Cured by Other 

Evidence Admitted Without Objection: 

In an action by a husband and wife against a telegraph 
company for delay in delivering a message sent by the wife 
to her husband to the effect that their child was very sick, 
wherein it appeared that, had the message been delivered, the 
husband could have come home before the child’s death, evi- 
dence that the mental suffering of the wife was increased by 
her having no money, if erroneously admitted, was rendered 
harmless by admission, upon cross-examination and without 
objection on defendant’s part, of evidence that she had no 


money with which to hire a service car to bring her husband 
to her.—Ibid. 


Evidence as to Distress of Mind Held Not Erroneously Admitted 
as Against Objection to Testimony Part of Which Was 
Admissible: 

In an action by a husband and wife against a telegraph 
company for delay in delivering a message sent by the wife to 
her husband to the effect that their child was very sick, and 
that the husband should come at once, it was not error to admit 
evidence of the worry and distress of mind suffered by the wife 
on account of being deprived of her husband’s assistance in 
looking after their children, where the only objection to the 
testimony was one made to that and also other testimony, some 
of which was admissible.—Ibid. 

Instruction on Contributory Negligence Held Sufficient: 

In an action by a husband and wife for delay in the de- 
livery of a message that their child was very sick, and that 
the husband should come at once, an instruction that, if the 
wife could have communicated with her husband by telephone 
or message and notify the husband of the death of the child, 
or could have had the funeral postponed until his arrival, and 
that, if she failed to do so, such delay was contributory negli- 
gence increasing the injuries and damage, no allowance should 
be made for such increase, held sufficient as a submission of 
defendant’s plea of contributory negligence, and justified refusal 
of a further charge upon such subject.—Ibid. 

Instruction on Contributory Negligence Held Unduly to Restrict 
Right of Recovery’: 

In an action by a husband and wife against a telegraph 
company for delay in delivering a message apprising plaintiff 
of the illness of his child, an instruction that, if the wife was 
guilty of contributory negligence in failing to send an automo- 
bile to bring her husband, she could not recover for mental 
suffering after the time the husband would have arrived after 
he had been thus sent for, held properly refused as unduly limit- 
ing the right of recovery, since, even if she had been guilty of 
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contributory negligence in not sending a messenger, she would 
nevertheless have been entitled to recovery for any mental suf- 
fering caused by defendant’s négligent failure to deliver the 
message preventing the husband’s return before he could have 
returned had a messenger been sent.—Ibid. 

Evidence as to Notice of Important Message Held Admissible: 

In an action by a husband and wife against a telegraph 
company for delay in delivering the message, “Come at once 
baby is very low,” evidence by the person sending the telegram 
that he told agent of the desire of the wife to have the message 
delivered promptly, and that the agent assured him the message 
would be transmitted at once, held not objectionable on the 
ground that. there was no allegation that any such conversation 
took place; the nature of the message giving notice to the tele- 
graph company of the importance of prompt transmission and 
delivery.—Ibid. 
$1,250 to Husband and Wife for Delay in Delivering Telegram 

Child Was Ill Held Not Excessive: 

$1,250 to a husband and wife jointly for negligent delay in 
transmitting and delivering a message to the husband that their 
child was very sick held not excessive; it appearing that the 
husband could have returned home before the death of the child 
if the message had been delivered without delay.—Ibid. 

Finding of Gross Negligence in Failing to Deliver Message Sus- 
tained: 

In an action by a husband and wife against a telegraph 
company for delay in delivering a message sent by the wife 
to her husband in another town, where the husband was em- 
ployed as a carpenter, the message being addressed to him in 
care of carpenters’ union, the business agent of which was. well 
known in that town, and the husband being at work within 100 
yards of the telegraph office, evidence held to sustain a finding 
that defendant was guilty of gross negligence in failing to make 
an effort to find the husband.—lIbid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Tug Owners May Restrict Liability for Damages to Tow by 

Special Agreement: 

(Court of Appeals of New York). The owners of a tug, 
which is not a common carrier of its tow, may restrict their 
liability for damages to the latter by special agreement; no rule 
of public policy being involved Graves v. Davis, Agent of 
United States Railroad Administration, 139 N. E. Rep. 280. 
Barge Owner Held Bound by Notice to Charter Relieving Rail- 

road Administration From Liability for Damages by Col- 

lision With Tug: 

The owner of a barge damaged by collision with a tug oper- 
ated by the United States Railroad Administration while being 
towed by it for a charter, whose authority to engage towage 
was unrestricted, held bound by a notice, accepted without pro- 
test by the charterer, relieving the Railroad Administration 
from liability, though he was also the captain of and lived on 
the barge as a watchman or caretaker; the charterer being the 
special owner or owner pro hac vice, and the captain its ser- 
vant.—Ibid. 

Charterer Liable to Owner for Negligence of One to Whom it 

Intrusts Barge, Though it Relieved Latter From Liability: 

A barge charterer is answerable to the owner for the negli- 
gence of any one to whom it intrusts the barge, even as an in- 
dependent contractor, though it could, and did, by special agree- 
ment, relieve the latter from liability.—Ibid. 

Trial Court’s Findings Not Disturbed, Except for Manifest 

Error: 

(Cireuit Court of Appeals, Ninth Circuit). In a libel by 
shippers for loss of goods, an appellate court will not disturb 
the findings of the trial court, except for manifest error.—The 
Mazatlan, Conrad et al v. California & M. S. S. Co. et al., 287 
F. 8738. 

Shippers’ Supervision of Loading of Cargo Held Cause of Loss 
by Deterioration: ; 

Evidence held to show that shippers’ supervision of, and 
erroneous direction for, the loading and stowing of a cargo of 
bananas, was the direct and proximate cause of the loss of 
bananas by deterioration during transportation.—Ibid. 

Owner of Cargo Held Responsible for Improper Loading on 

Lighter: 

(District Court, S. D. New York). Respondent, which 
loaded a lighter with steel and iron goods at its warehouse for 
libelant, held not liable for damage to the cargo, caused by 
improper loading, on evidence that the loading was done as re- 
quired by libelant’s manager; libelant being owner of the lighter 
pro hac vice, under a harbor demise from the respondent.— 






The Highcliff, Maclean v. Undercliff Terminal & Warehouse Ca 


287 Fed. Rep. 876. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and eines of National Reporter 


System, published by West Publi Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIER 


Carrier Held Entitled to Collect Freight Charges From Shipper 
Under Order Bill of Lading, Upon Failure to Collect from 
Consignee: 

(Court of Appeals of New York). Where defendant shipped 
certain goods under an order bill of lading, with directions to 
notify a certain party, and the railroad company delivered the 
goods without collecting freight charges, held, that such de. 
livery did not waive the company’s right to collect the charges 
from the shipper, since the company could not be held to make 
an election as to the party from which it desired to collect 
freight, nor be held to an estoppel without violating the purpose 
and spirit of the Interstate Commerce Commission Act, it being 
obliged to collect its freight charges in order to prevent prefer- 
ences.—New York Cent. R. Co. v. Federal Sugar Refining Co., 
139 N. E. Rep. 234. 

Finding of State Corporation Commission as to Intrastate 
—— Rates, Supported by Substantial Evidence, Sus. 
tained. 

(Supreme Court of New Mexico). A finding of the State 
Corporation Commission as to the justness and duly compen- 
satory character of an intrastate freight rate will be sustained 
by this court, where the finding is supported by substantial and 
satisfactory evidence.—Kinney v. New Mexico Midland Ry. Co., 
214 Pac. Rep. 754. 

Fixing Intrastate Freight Rates Held Within Power of State 
Corporation Commission: 

The fixing of an intrastate freight rate by the State Corpor- 
ation Commission on December 3, 1920, on the New Mexico 
Midland Railway Company’s lines from Carthage to San 
Antonio, N. M., was within the power of such commission, 
under section 7 of article 11 of the state Constitution.—Ibid. 
Switch Track Held “Facility” Within Meaning of Statute In- 

hibiting Discrimination in Charges or Facilities: 

(Supreme Court of Missouri, Division No. 1). <A _ switch 
track for loading and unloading freight is clearly a “facility” 
within the meaning of Rev. St. 1919, Sec. 9975, inhibiting dis- 
crimination by common carriers in charges or facilities— 
Tucker v. St. Louis-San Francisco Ry. Co., 250 S. W. Rep. 390. 


Statute Relating to Discrimination Between Transportation 
Companies and Individuals Held Inapplicable as Between 
Individuals Only. 

Rev. St. 1919, Sec. 9975, inhibiting discrimination in charges 
or facilities “between transportation companies and _indi- 
viduals,” being penal in character, must be strictly construed, 
and the quoted section cannot be held to apply in cases of dis- 
crimination between individuals.—lIbid. 

Railroad Held Not Liable for Penalty for Discrimination Be- 
tween Individuals in Matter of Furnishing Cars: 

Rev. St. 1919, Sec. 9975, providing “no railway company 
* * * shall hereafter make any discrimination * * * 
in the transportation of freight between commission merchants 
or other persons engaged in the transportation of freight and 
individuals, in favor of either, by abatement, drawback or other: 
wise,” and prescribing a penalty for its violation, held not to 
authorize a shipper who had been denied the use of a certail 
switch, the exclusive use of which was accorded another, to re 
cover the penalty provided for unlawful discrimination—Ibid. 


BRANCH LINE ABANDONMENTS 


The Chicago, Milwaukee & St. Paul has been authorized to 
abandon that part of its Babcock-Lynn branch extending from 
Lynn to Romadka, both in Clark county, Wisconsin, a distance 
of 5.34 miles, because there is no more traffic for it. The branch 
was built to bring out forest products. The territory served 
by the part of the branch line it is proposed to abandon 35 
served by other railroads not more than 3.5 miles distant. 

The San Francisco-Sacramento Railroad Company has asked 
permission to abandon a part of its San Ramon branch betweet 
Saranat and Diablo, Calif., because the revenues derived there 
from are not sufficient to pay the operating costs. The ab 
plicant was not sure of the jurisdiction of the federal body, be 
cause the line is wholly within California and the business 15 
largely in California, but it applied to the federal body, apP® 
rently, so as to be on the safe side. 
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HARDING PRAISES LASKER 


The Trafic World Washington Bureau 


At a farewell dinner to Chairman Lasker given by the 
other members of the Shipping Board on the night of June 15, 
President Harding spoke informally on merchant marine policy 
and commended the work done by the outgoing chairman. The 
President urged the members to co-operate with the new chair- 
man, Mr. Farley. The President said government operation 
was the only resort of the government at the present time in 
dealing with the merchant marine problem and that the gov- 
ernment must organize shipping companies and control them 
efficiently. He said he would not discuss the details of ‘the pro- 
posed plan for government operation, but that he hoped the 
board would come to substantial agreement as to what should 
be done and that the way to enter into successful competition 
was to have the best of everything that made up a merchant 
marine. He referred to efforts of foreign nations to impede the 
work contemplated by the government with regard to a mer- 


chant marine. The members of the board gave Mr. Lasker a 
silver plaque. 





FOREIGN SHIP LIQUOR 


The Trafic World Washington Bureau 

The question of what amount of liquor foreign ships coming 
into American waters may carry for medicinal or dietary pur- 
poses, under instructions from Secretary Mellon, is to be an- 
swered by the medical authorities on such ships or having 
control over them, with policing of such amounts, while the ships 
are in American waters, under the eyes of the doctors of the 
Public Health Service. Secretary Mellon has instructed the 
doctors of the Public Health Service to comply fully with the 
laws of foreign countries requiring ships of their nationals to 
carry “adequate” supplies of “medicinal” liquors. 

French line officials construe the order as meaning that 
their ships will be privileged to carry all the liquor they think 
they need, so long as it is not cargo liquor or liquor sold or 
intended to be sold over the bars. Secretary Mellon and the 
Health Service doctors have not said anything as to their 
thoughts as to what constituted “adequate” supplies of medicinal 
or dietary liquors. The constitution and laws forbid the manu- 
facture, sale and transportation of liquors for beverage purposes. 
The question of medicinal liquor in this country is an open one 
so, unless and until the question as to what constitutes an “ade- 
quate” supply for medicinal purposes in this country has been 
settled, the belief is that foreign ships will be allowed a wide 


latitude in providing liquor for the use of their crews while in 
American waters. : 


A MERCHANT MARINE PLAN 


A plan for the development of an Americar merchant 
marine without resort either to subsidy or direct government 
operation is to be presented to the Middle-West Farmers-Man- 
ufacturers Conference which is to meet at Cincinnati June 28 
and the following day. It is to be put forward by Malcolm 
Stewart, chairman of the middle west foreign trade committee. 
According to advance reports sent out from Cincinnati as to the 
plan to be presented in calls for the following: 


Publication of joint rates between American railroads via Ameri- 
can ports and American flag vessels or vessels of foreign registry 
engaged in direct trade between American ports and foreign ports, 
such rates to be determined by a joint board composed of members 
of the Interstate Commerce Commission and the Shipping Board, 
to be known as the Joint Foreign Trade Board. 

To permit railroad and steamship companies to pay each other 

commissions for obtaining and routing freight, under rules to be 
Prescribed or approved by the joint board. 
_, To authorize American railroads to apply export rates on mate- 
rials used in American ship yards for the construction or repair 
of American flag. vessels engaged in overseas trade, and authority 
to apply the same kind of rates to supplies intended for the use 
of vessels parties to the suggested joint rates. 
To restrict the application of export or import rates to traffic 
moving or to be moved under the ae rates gatalihed or approved 
by the Joint Foreign Trade Board, exporters or mporters to have 
he legal right to deduct, from their income and excess profits 
taxes, amounts equal to five per cent of the joint ocean and. rail 
rates, if and when shipments are sent from and td,American ports; 
with a similar right to passengers using American ships, the amount 
of deduction to be equal to 15 per cent of the joint ocean and rail 
passenger fare. 

Abolition of Panama canal tolls from shipments in. American 
yessels or in vessels of foreign registry in direct trade from and 
ratemerican ports, concurring in the proposed joint ocean’ and rail 


be Subjection of coastwise traffic, moving on rail-water-and-rail rates 
: tween interior points in the territory east of the Rocky mountains, 
n the one hand, and Pacific coast points on the other to the Joint 
t reign Trade Board, and the rates on such routes made. in relation 
0 the all-rail or overland rates. 


Legislation almost as complicated as that proposed for the 
creation of a subsidy scheme of promotion, it is believed, would 
have to be placed on the books to put life it.to the Stewart plan. 
In the first place, the railroads would have to be’ authorized to 
make such joint rates. At’ present ocean carriers may not’ con- 
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cur in tariffs filed by the railroads because they are not sub- 
ject to the interstate commerce act and the Commission will not 
accept their concurrences in joirt rates. Nor may the railroads 
concur in rates proposed by the ocean carriers. As a rule the 
ocean carriers have fought every possible proposal to bring 
them under the control of any regulating body. At present there 
are a few tariffs, filed by the railroads showing the ocean rates 
“as a matter of information.” They are not binding. The 
rail proportional to or from the port is required to be set forth. 
It binds the railroads. 


Legislation would be required for the application of export 
rates to materials and supplies for use in shipyards and on ves- 
sels because such rates would be based upon the uses to which 


the commodities were to be put and would be in violation of the 
established law on the subject. 


Deductions from income and excess profits taxes and the 
remission of canal tolls could be made only after the enactment 
of enabling statutes. Bringing the joint-rail-and-water rates now 
published by the trans-contizental carriers under the control of 
the proposed Joint Foreign Trade Board would also require 
legislation because they are now subject to the control of the 
Commission. 


OPPOSE GOVERNMENT OPERATION 


That the solution of the American shipping problem is not 
to be found in direct government operation, is the outstanding 
sentiment of the responses to a questionnaire circulated by the 
National Merchant Marine Association, of which Senator Joseph 
E. Ransdell, of Louisiana, is president. Unified opposition to 
any permanent form of state operation of shipping is shown by 
the replies from the membership, which is said to be repre- 
sentative of the leading commercial interests of the country. 
In a statement the Association said: 


If the government is determined to utilize direct operation at 
all, it should be carried on only until legislative aid can be secured 
that will enable American vessels to compete in our own trade with 
the cheaper built and cheaper operated tonnage of our foreign com- 

etitors. 

r The problem of the disposal of the government’s ships is dealt 
with in the replies to the association’s questionnaire. There is shown 
a practically unanimous sentiment that the vessels should be sold 
to Americans on the most favorable terms possible, and that prices 
should be so based as to give a cost differential that would offset 
in large measure the advamtages of foreigners whereby they are 
enabled to take from the Américan merchant.marine a growing pro- 
portion of our own sea trade. It is also urged that all of the in- 
efficient tonnage in the hands of the shipping board should be 
scrapped. And the great majority of: answers to the questionnaire 
oppose the sale to foreigners of any effective types of ships that could 
be used by foreigners in competition with our own vessels, 

Continuance of the principal trade routes which the shipping 
board has established is favored, but direct operation of them by 
the board is strongly opposed unless the board finds it impossible 
to dispose of them to private American enterprise. 

It is felt that every possibility for the disposal of the trade 
routes to Americans should be exhausted by the board. For the 18 
services recently offered for sale more than twenty bids for individual 
services were received. A very liberal policy in regard to prices 
and terms would be justified if the ships could be turned over to 
private enterprise and operated in the interests of the expansion of 
American commerce with an efficiency that government representa- 
tives themselves admit cannot be attained under direct government 
operation. 

If direct government operation should result, as seems inevitable, 
in the elimination of the private operators under whose work the new 
trade routes have been built up, a potent factor in the development of 
American shipping will be lost. These operators have offered to deal 
with the shipping board under a new arrangement to replace the MO4 
agreement with a plan to do away with all the objectionable fea- 
tures of the old policy, but it has been indicated that no considera- 
tion will be given to this. Acceptance of such a system as proposed 
would not only mean reduced losses for the government, but would 
give it the services of a trained body: of shipping men, and-main- 
—~ a nucleus for the ultimate disposal of all the board’s -efficient 
ships. : 

Responses to the questoinnaire favor by a large majority the en- 
forcement of unenforced provisions of the Jones Act of 1920. These 
include extension of the coastwise laws to the Philippines, preferen- 
tial rail rates on goods carried in American vessels, and amendment 
of commercial treaties with foreign nations so as to enable preferential 
duties on imports in American vessels. 

Revision of the more burdensome provisions of the LaFollette 
seamen’s law are strongly urged and new legislation is advocated 
to give preferential treatment to users of American ships. One plan 
that has met with much favor is for the issuance by the government 
of certificates to exporters by American vessels. These certificates 
would represent a percentage of the value of the exports, and would 
be negotiable and transferrable, their ultimate use being in the pay- 
ment of import duties. 

Among other methods of aiding American shipping advocated are 
the restriction to American vessels of 50 per cent of the immigration 
into the United States and the remission of Panama Canal tolls for 
American vessels. The strong sentiment: against government usurpa- 
tion of fields where private enterprise can operate is shown by the 
fact that 97 per cent of the replies to the questionaire urge the 


ae of army troops and supplies by privately owned American 
ps. ; ” 





FRENCH SELL SHIPS 


Excellent progress has been made’ by the French Govern- 
ment'in the disposition of its merchant ships and indications 
are that the entire fleet will be sold by the end of July, accord- 
ing to Eugene T. Chamberlain of the Department of Com- 
merce: More than three-fourths of the fleet had been dis- 
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posed of by the end of March, and present plans are proceeding 
satisfactorily, Mr. Chamberlain states. 

During the major part of the war, French shipyards were 
almost entirely occupied in making munitions and repairing 
damaged allied shipping and it was not until March, 1918, that 
appropriations of 500,000,000 francs, later supplemented by 
an additional 350,000,000 francs, were made for the construction 
and purchase of ships for the Government account. The French 
losses during the war amounted to 915,000 tons—40 per cent 
of her pre-war tonnage. 

The delivery of German ships as reparations for allied ships 
sunk by submarines was not completed until 1922, but, through 
purchase construction, and reparations the French Govern- 
ment’s fleet had reachel a total of over 800,000 tons in 1920. 

The effects of the Government’s fleet upon the restoration 
of the French merchant marine and the expense it entailed to 
the Government was severely felt and agitation for the Govern- 
ment retirement from the shipping business culminated in a 
bill passed in August, 1921, directing the sale of the fleet before 
July 31, 1923. 

The only conditions of the law were that the sales should 
be “for the interests of the Treasury,” that the contracts should 
be approved by the Chamber of Deputies, that the purchaser 
could not resell a ship without the approval of the Government, 
and that he must pay the Government half the profit from such 
a sale, 

A report covering the progress of liquidation up to Jan- 
uary, 1923, states that as a base price, 400 francs (approxi- 
mately $28) per dead-weight ton of new steamer of 6,000 dead 
weight tons was fixed and that prices were graded according to 
age, type, general condition, etc. The report shows that up to 
that date 360 vessels of all types (steamers, barges, tugs, etc.) 
totaling 945,865 dead-weight tons were disposed of at a price 
of 115,324,000 francs. 

As of that date this left 19 vessels of 83,439 dead-weight 
tons yet to be sold, estimated to bring 20,800,000 francs. 

The report concludes with the statement that when the 
accounts of the Government’s transactions in merchant ship- 
ping are finally closed, they will show a loss in round numbers 
of 2,000,000,000 francs, or, at present exchange rate, about $135,- 
000,000. 

The ships considered in the report of the liquidation com- 
mittee do not include 14 cargo steamers of 79,900 dead-weight 
tons and 10 passenger steamers of 57,140 tons, which were still 
under construction or were just delivered late in 1922, or were 
to be delivered in the first half of 1923. The cost of construc- 
tion of these ships, less their market value when completed, is 
estimated at about 60,000,000 francs. Upon the completion of 
these ships they have been chartered to French owners. 

The figures do not include the expense to the Government 
of replacing 21 steamers of 67,000 gross tons (80,000 dead- 
weight tons) which, while under Government charter during the 
last eight months of the war, were torpedoed and which the 
Government was under contract to replace. Replacements be- 
gan in 1919, but will not be completed until the current year. 
The total net loss to the Government on this account is com- 
puted at nearly 145,000,000 francs. 

Including all these items the cost to the Government for 
the purchase and construction of ships stands at over 1,300,- 
000,000 francs, and the proceeds from the sale of ships to be 
applied to the cost was about 136,000,000 francs, showing a 
loss of nearly 1,200,000,000 francs under this head. The operat- 
ing losses up to September 30, 1922, were 600,000,000 francs 
showing a total loss of 1,800,000,000 francs. 

The report concludes with the statement that when the 
accounts of the Government’s transactions in merchant ship- 
ping are finally closed, they will show a loss in round numbers 
of 2,000,000,000 frances, or, at present exchange rate, about $135,- 
000,000. 


SALE OF CANADIAN FLEET 


The Trafic World Ottawa Bureau 


Senator Reid, former minister of railways, in discussing 
the proposal made in the House of Commons to sell the Cana- 
dian government fleet, pointed out that the fleet, which cost 
$70,000,000, would probably not bring more than seven or eight 
millions, and the interest on the difference would have to be 
paid in perpetuity. He suggested that some vessels of the fleet 
be put in the service between eastern Canada and British Co- 
lumbia, calling at West India ports and at New York. He pro- 
posed to have the captains sworn in as customs officers, so that 
when the ship arrived at New York to take on goods to either 
coast the captain could take them in charge, deliver them at 
the port of destination, and see that the duties were paid. With 
regard to goods shipped from Great Britain, he said, if the 
proposed route were in operation, such goods could be shipped 
to Halifax, St. John, or Montreal, and it could be specified in 
the bill of lading that they should be handed over to the Cana- 
dian line at those ports. In this way such goods could get a 
maximum rate of 50 cents a hundred, or $10 a ton, as compared 
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with rail rates running from $55 a ton upwards. On such prod- 
ucts as lumber, mineral products, agricultural implements and 
other bulky goods, water carriage would have a decided advan- 
tage. 3 
With regard to trade with the West Indies, he proposed that 
some of the government ships suitable for both freight and 
passengers be put on that route and save the subsidy, which 
amounts to $350,000 a year., 

It may be noted that this very proposal was made in Parlia- 
ment to Senator Reid at the time when. he was the minister in 
control, and he did not see his way clear to adopt it. He ex- 
plained the loss which the United States had made on its fleet 
by the fact that “they have no railways to work in connection 
with it.” He considers the statements made that the boats are 
not suited for different classes of traffic to be coming from the 
railways, which do not consider it in their interest to let the 
fact be known that the ships are fit for any service. There are 
also two large steamship lines operating in connection with the 
Canadian National and “these lines, as well as our railways, 
would not want to admit that our own ships are fit for anything.” 


TO BUILD LAKE AND OCEAN SHIPS 


The Trafic World New York Bureau 


Following the application of the McDougall Terminal Ware- 
house Company of Duluth for a loan from the special construc- 
tion fund of the Shipping Board to build Diesel freighters for 
lake and ocean service, it is learned that plans are now being 
made by several companies to construct 25 vessels of a similar 
type. Specifications for the new vessels are being withheld until 
the McDougall ships have proved successful. 

The American Bureau of Shipping, at a meeting held re- 
cently, drafted special rules covering classification of the pro- 
posed vessels. It is pointed out that these ships must be sea- 
worthy for both lake and ocean travel, must be shallow enough 


to navigate the barge canal and low enough to pass under the - 


bridges. In anticipation of demands to classify ships of this 
type the American Bureau is preparing for the task. 

The names of the companies that intend to build the com- 
bination vessels are not yet available. Their interest in vessels 
of this type was aroused by the action of the McDougall com- 
pany in launching plans for coastwise and inland business. It 
is anticipated that if construction of this kind is carried out 
on a large scale, it will go far toward solving the problem of 
inadequate facilities for traffic on the barge canal. 

The McDougall vessels are being constructed by the Great 
Lakes Engineering Works of Ashtabula. They are 2,400 gross 
tons each, 375 horsepower, 158 feet in length, 42 feet beam and 
18 feet 9 inches depth. They will cost $300,000 each. 


ATTACKS OCEAN TRANSPORTATION 
The Trafic World Ottawa Bureau 


The special parliamentary committee on agricultural condi- 
tions which has been sitting at Ottawa for some months and 
has summoned witnesses from all over Canada, has presented 
a report in which it attacks the transportation business. It says 
that “the transportation business, as far as concerns ocean 
liners, is very largely in the hands of rings or conferences. That 
such rings exist is certain; whether they are on the whole bene- 
ficial or not to transportation interests and to the public gen- 
erally is a matter of debate.” At the end of the report the 
committee says: “Action is desirable to control shipping rings 
and conferences” and makes a number of recommendations. 

It is suggested that the Canadian representatives at the 
next meeting of the International Institute of Agriculture should 
have authority to see that the matter is thoroughly discussed in 
order to discover whether an international system of control is 
feasible through such an agency. In view of the fact that a 
great deal of shipping coming to Canadian ports is British ship- 
ping, concurrent action by the British authorities is suggested, 
and, meanwhile, it is recommended that the Canadian Depart- 
ment of Trade and Commerce entertain complaints from ship- 
pers of unfair or oppressive treatment by ocean carriers and 
hold investigations, publicly or privately, into such complaints. 

The report points out the value of publicity as a deterrent 
and a curative of unfair practices. “Steamship lines would not 
regard with equanimity the holding of an investigation and the 
letting in of light on any unfairness in rates charged, and the 
fact that such investigations are facilitated would, first of all, 
tend to deter conference lines from establishing unfair rates, 
and, secondly, encourage a line which unwillingly had adopted 
unfair rates, to break away from the conference and adopt rates 
of its own.” 

It pointed out that there was another method, which it 
recommends to the government. This is that a certain number 
of the ships of the Canadian government merchant marine be 
selected to be operated in conjunction with the National Rail- 
way lines; that the freight rates on such steamers be estab- 
lished on the cost of carriage plus a reasonable profit based on 
the real, as opposed to the cost, value of the ships. By doing 
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this it considers that the National Railways would be enabled 
to grant through bills of lading on a transportation system by 
land and water altogether under their own control; the Cana- 
dian people would be able to optain transportation facilities at 
reasonable and known rates; the service would tend to maintain 
rates on a reasonable basis and would act as a deterrent to 
the charging of unreasonable rates by other lines; and the 
knowledge obtained by the government as to the actual cost of 
ocean transportation would aid in determining whether rates 
charged by other lines are fair and reasonable. 

The committee suggests that if there are no ships in the 
government merchant marine suitable for this service, some of 
the smaller ships be sold and suitable boats purchased from 
the proceeds. It refers to the determination of the government 
to fit out six of the ships of the fleet to carry cattle to Great 
Britain and urges that careful account be kept of their cost of 
operation to determine, as far as possible, the cost of carrying 
cattle from eastern Canadian ports to Great Britain so that it 
may be ascertained whether present rates are fair. The report 
reviews the findings of many investigations in Great Britain, the 
United States, and Canada dealing with ocean freight rates, in- 
cluding the report of a special committee of the U. S. House 
of Representatives in 1914. 


TRIAL TRIP OF LEVIATHAN 


The Trafic World Washington Bureau 


Chairman Hull, of the Democratic national committee, re- 
plying to Chairman Lasker’s defense of the trial trip of the 
Leviathan, criticized the chairman for not having made his 
explanation before an investigation of the trip was threatened. 
He also attempted to show that all action with reference to the 
trial trip had been taken after former Chairman Payne had left 
office. He charged a loss of $2,000,000 because the board did 
not get the Leviathan into service before July 4. Reports that 
Chairman Adams, of the Republican national committee, had 
declined an invitation to go on the trip because of disapproval 
by him of the trip, led to a statement from him approving the 
trip and saying he had declined the invitation because of in- 
ability to be absent from his political duties during the period 
of the trip. Chairman Lasker refused to comment on Hull’s 
statement. 


OIL CONTRACT EXTENDED 


The Shipping Board has entered into a further contract with 
the Texan Company for the transportation of case oil from gulf 
ports to south and east African ports during the last half of the 
present year, it has been announced by W. B. Keene, director of 
traffic. This is an extension of the contract made with the Texas 
Company at the time the South African service of the Shipping 
Board under the managing agency of Mallory Transport Lines, 
New York, was inaugurated. 

Mr. Keene also stated that this South African service of the 
Shipping Board was making such satisfactory progress that it 
had become necessary to add an additional steamer to the fleet 
already employed in this trade, an that if cargo continues to offer 
at the present rate it will be necessary to further increase the 
service during the last half of this year. 


STEAMSHIP SERVICE DISCONTINUED 


The American-Hawaiian Steamship Company announces the 
discontinuance of service between New Orleans, Mobile and 
the Pacific coast via the Panama Canal. The last sailing west- 
bound from New Orleans will be July 15 and eastbound from 
Los Angeles July 8. This action is taken, it is stated, chiefly 
because of the small amount of cargo offered for eastbound 
sailings. The company feels that it should concentrate all 
available tonnage to assist in moving the heavy cargo offered 
on the Atlantic coast. The Gulf service was inaugurated about 
a year ago. ' 


MOTOR SHIP-BUILDING IN ENGLAND 


British shipping circles are much interested in the steady 
progress of motor ship building, according to a report to the 
Department of Commerce from Commercial Attache Tower, 
London. In some quarters there is a well defined feeling that 
the advantages found in this type of vessel offer the best rem- 
edy for the difficulties experienced by the shipping world dur- 
ing the past year or two. Recent statistics issued by Lloyd’s 
Register show 118 motor ships aggregating 327,232 tons under 
construction March 31, 1923. Close to half the total tonnage 
is credited to British yards, with Germany, Sweden, Denmark, 
and the United States making up the bulk of the remainder. 

During the past year launchings of motor vessels from 
British yards have totaled close to 175,000 tons, and the tonnage 
under construction at the end of March was 23,000 tons larger 
than a year ago. These facts are regarded as sufficient proof 
of British leadership in motor ship construction, and British 


“appreciation of the merits of such craft, since upward of 80 
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per cent of the tonnage now under way is to be under that 
flag. : 


MEETING OF PORT AUTHORITIES 


At a meeting of the American Association of Port Authori- 
ties, in Montreal, arrangements were made to hold the next 
convention of the association in New Orleans, December 10, 11 
and 12. It is expected that delegates will be present from all 
parts of Canada and the United States as well as from the 
leading ports in Great Britain and the Continent. The dele- 
gates will have the opportunity of inspecting the new naviga- 
tion canal connecting the Mississippi with Lake Pontcharatrain. 
Among those present at the Montreal meeting were Benjamin 
Thompson, Tampa, Fla., past president of the association; T. S. 
McChesney, New Orleans, secretary; M. P. Fennell, president 
of the association and manager of the port of Montreal. 


NEW LINE FROM MONTREAL 

After failing to interest the Canadian government marine, 
the consuls at Montreal for Mexico, Colombia, and Venezuela, 
have made arrangements with the Aube Steambship Company 
to put a 7,000 ton boat on the line from Montreal to cover the 
leading ports in the countries mentioned, the round trip to take 
about 60 days. The idea of the representatives of the southern 
countries is that Canadian firms should trade directly with them 
instead of through the United States, while Canadian import- 
ers of coffee and other products will not have to import via 
London. It is in the nature of a trial trip to ascertain whether 
such a service will prove practicable. The ports of call will be 
Vera Cruz and Tampico, Mexico; Puerto, Colombia, and Carta- 
gena, Colombia, and Cuacoa and La Guayra, Venezuela. 


BRITISH PREFERENCE EXTENDED 


The ten per cent British preference recently granted by 
Canada on goods conveyed without transshipment from a port 
of a country enjoying the benefits of the British preference into 
a port of Canada, has been extended by amendment to apply to 
goods shipped on a through bill of lading consigned to a con- 
signee in a specified port in Canada when such goods are 
transferred at a port of a British colony or possession not en- 
joying the benefits of the preference and conveyed without fur- 
ther transshipment into a Canadian port. The specific case in 
mind is that of goods brought from Great Britain by way of 
Hong Kong and transshipped there for the Pacific Coast, which 
is the way most of the trade from Great Britain to Vancouver 
comes. Canadian Pacific and Canadian government marine 
ships run from Vancouver and Victoria to Hong Kong, picking 


up merchandise brought to that port by vessels from the United 
Kingdom. 


CONVERSION OF MONTPELIER 


The Montpelier, of the United American Lines, has been 
turned over to Cranes Dry Dock, Brooklyn, for conversion into 
an oil burner. When work is completed the Montpelier will be 
entered in the service recently established by the United Amer- 
ican Lines between United States Pacific coast ports and 
Europe. The Monticello, which is now on the west coast, will 
be the company’s first sailing in this service. 


GOVERNMENT SHIP SALES 


The Shipping Board Emergency Fleet Corporation has an- 
nounced the sale of three steel ships. They are: Vinita, steel 
cargo ship of 8,538 d. w. and 5,551 gross tons; Point Loma, 
steel cargo, 3,270 d. w. and 2,119 gross tons; and Lake Flattery, 
steel cargo, 4,145 d. w. and 2,609 gross tons. The first men- 
tioned was sold to Sudden & Christenson of San Francisco, the 
second to the Hart-Wood Lumber Company of San Francisco, 
and the third to the government-owned Panama Railroad Com- 
pany. 


BOARD TAKES OVER CONTRACTS 


The Shipping Board, on recommendation of Commissioner 
O’Connor, has decided to contract directly for stevedoring work 
instead of handling that matter through managing agents. Mr. 
O’Connor is of the opinion that this change will enable the 
board to operate its vessels more economically. 


B. & M. EQUIPMENT TRUST 


The Boston & Maine Railroad has been authorized to assume 
obligation and liability in respect of $2,115,000 of equipment 
trust certificates to be issued by the First National Bank of 
Boston under an agreement of June 1, 1923, and sold at not less 
than 97.1 per cent of par in connection with the procurement 
of 20 locomotives and 140 freight cars, of which 35 are to be 
refrigerators, and the remainder underframe flat cars, or con- 


vertible ballast cars. The equipment, it is estimated, will cost 
$2,860,000. 
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JANUARY TRAFFIC REPORT 


A statement of revenue freight by principal commodities 
carried by the railways of Canada in January, 1923, is published 
in the attached tables. In addition to the heading shown in the 
table, information may be obtained on application to the Do- 
minion Bureau of Statistics for the follewing: Tonnages for- 
warded ex Canadian connections—rail and water; tonnages for- 
warded or ex foreign connections—destined to Canadian points; 
tonnages forwarded ex foreign connhections—destined to foreign 
points; tonnages terminating delivered to Canadian connections 
—-rail and water. 


SUMMARY STATEMENT FOR PROVINCES 
Total Revenue Freight Carried—(Tons 2,000 lbs.) 


Delivered to 

Originating Received Total Terminating Foreign 
at from Revenue at Connections 
Billing Foreign Freight Receiving Rail and 

Province Station Connections Carried Stations Water 

ie a a ee a ..cadea nadows | ee ERS 
Nova Scotia .......... 499,100 2,330 501,430 444,472 26,381 
New Brunswick ...... 192,346 41,847 234,193 106,296 263,943 
Quetee® 26S tie 794,935 411,051 1,205,986 752,367 593,228 
Oamterhe 160 vo.0in 6:3 ¢ oh bade 1,681,957 2,440,217 4,122,174 2,665,016 1,462,724 
pO ae ph er 352,021 28,027 380,048 428,796 19,921 
eerar Ty eater cee 367,476 24,177 381,653 254,321 62,759 
ye. Ee ae es 542,765 1,148 543,913 322,262 31 
Brite Columbia ...... 328,159 49,096 377,255 304,269 221,329 


—_—_———— )S-  — — —- -_—____—~ 


Dominion of Canada. .4,762,661 2,997,893 7,760,554 5,282,495 2,650,316 


Freight Carried by Railways in Canada—Originating 
Originating Received Total 
in from Foreign Freight 












Commodities Canada Connections Handled 
Agricultural Products— Tons Tons Tons 
SOR! 55 . cldinth BlaGId oie b 0. 06 TEMES Ceo iae i denies 799,822 34,655 834,477 
ME i ntnd sos pace mes arts tose bene 14,546 105,264 119,810 
gp alinedt 5 che pic IIE i Ta, tas Rac te Recap peters ape 46,246 181,335 
SENN SavedovehvatececseervesUETsesvENEs 4,626 60,740 
SS a a ree 14,929 39,208 
PEE Tele dared rece cece ace OR eee T Cen ee nt eas 12,413 
7 + assed ORI fd sien cae e 0:4 SGN EO NOES 0 slevictds 2,994 13,232 
i i gina inn wea CUD aka he pe eb Oh + hie 65,203 246,293 
9. Other gg teal li A le tt A nt 59,826 135, 875 
TR AE GRA cc ce cdec ive decidiccte 5 16,373 82,012 
DE, IE isi habe bid tie VE sic od ci vbS ites Kee 6% 14,701 15,711 
PE Oe COPIED. og oie 2 vc raise eed ctime diode a 6,515 ,765 
13. Other fruit (fresh)......... 673 12,392 13,065 
yoo SO oe ee 9,658 36,010 
15. Other fresh vegetables 6,668 14,068 
16. Other. agriculutral products............ 10, 185 30,887 41,072 
Rh Ray ERE all, Pee sath aap een al 1,440,019 431,067 1,871,086 
Animal Products— 
Be OR ks 5 a3 bia heh owilein cidd b oo bslet’s oad 6,069 133 6,202 
18. Cattle and calves.. “4 on «eee 48,417 2,463 50,880 
EY cate ddsee bene e+ ote ms poset 2,908 2,559 i 
RAR SELON Sp ear ak et a a Vice aa 3,796 35,301 
21. Dressed meats (fresh) wees) (1888 53,669 64,951 


22. Dressed meats (cured or salted). 
23. Other packing house products... 


i. eek 6 nea ie.n ete oubat sot be aaeeeoe 391 9,661 10,052 
. Eggs 

26. Butter and cheese.. 
Wool 


28. Hides and leather 




























7,545 10,813 18,358 

29. Other animal products..............+6- 3,034 5,099 ‘ 

eae ee ee PeeR Neen cee tecs 126,180 149,094 275,274 

Mine Products— 

SO MmPremite GOGd .oiik sb iicis obec dicks ovise's 17,163 687,732 704,895 
Be I OED A «cee « poreie oor oaiclnae 808,919 795,943 1,604,862 
Se, BMTIEO “CUGE o. cccesecveses hee hereon 42,689 13 42,702 
SE on ba « Seale swede cena < <stulseteed> 24,207 66,110 90,317 
i, MII a in ob cei die ane es0-e 4:4 6-6 ears 301 281 582 
35. Other ores and concentrates........... 136,169 16,583 152,752 
36. Base bullion and matte................ 3,871 eer 
37. Clay, gravel, sand, stone (crushed).. 59,024 8,010 17,511 
38. Slate, dimension or block stone. ated Se ecaca 9,618 4,064 2,192 
39. Crude WOCPORNNE isd cc actbbdetcoveecce 1,307 21 22,683 
GI 72. 8 éwiv'n s Kees chbceds dpkeoes - 1,125 1,706 1,904 
EE ik Sat hr tae dans <auiene eee coon 9,898 6,104 5,168 
43. Other mine products..........ccccccees 16,562 4,050 5,538 

ND 5 15 Wie dik'p vik Cb TE 4 tle do Shek 1,130,853 445,608 1,419,896 
Forest Products— 

43. Logs, posts, poles, cordwood........... 304,530 22,523 1,176 
BS EN BSS Fae SLs Su PIT UEE 19,920 8,708 486 
DL, ais, ctw ace raeibaietia ee mete egies 379,489 yk eee 
46. Lumber, timber, box shooks, staves, 

ESE Hin SRR qncee ey 349,507 209,471 28,621 

47. Other forest products ...........--+05- 49,811 §,552 4,804 

Meth C. ies TO i. 1,103,257 519,165 35,087 

Manufactures and Miscellaneous— 

48. Refined petroleum and its products.. 48,491 16,975 26,000 
SPE hn chines bbcers oaesa bales sha the oats 20,361 11,768 13,770 
50. Tron, Se GE WENNINS oa +. BG pas + ote bneee 20,901 12,481 11,626 
51. Rails and fastenings................... 5 1, 340 
52. Bar and sheet iron—Structural iron and 

OE | eR EL ee 35,913 20,076 57,226 

53. —_ machinery and boilers....... 16,265 ,130 t 
OA EE 5 inne divin ehaent nese 47 0nd? BS 15,095 4,528 57 
55. Brick. a” “artificial stone.............. 26,365 6,243 7,630 
56. Lime and plaster... .........ccccsceeees 18,076 7,491 1,280 
57. Sewer pipe and drain tile.............. 2,636 933 494 
58. Agricultural implements and _ vehicles 

gh atl lta agli aps 6,542 6,948 2,372 

59. Automobiles and auto trucks 6,246 4,244 
60. Household goods 641 594 
61. Furniture .... 1,751 11 
62. Liquor beverages os 1,161 749 
GS WOPCemere, “Wr MINER. . cece cc decdecce 2 1,262 925 


64. Paper, printed matter, books 71,601 2,292 


Ge aod as fairs o's vidoe hE Siar 128,707 64,543 1,054 

66. Fish (fresh, frozen, cured, etc.)........ 265 7,923 96 

Ge. SoD UNUEEDD oc cb cec.s Secteessoctrigche 1,048 187 265 
68. Canned goods (all canned food prod- 

ucts other than meat)............... 5,969 4,457 1,003 

69. Other mnaufactures and miscellaneous 269,849 80,659 49,504 

VO MEI Soivicc cos dena cstcsseceectiee 196,763 32,186 28° 392 

Wels wiesks ad ested. biden 962,352 368,438 214,652 

I on aia oo Nike wa cng: Bice 4,762,661 1,856,359 1,776,442 


Freight Carried by Railways in Canada—Terminating 


Delivered 
Terminating to Foreign 














Commodities in Canada Connections 
Agricultural Products— Tons Tons 
Bs PENI hid sm chile dtd asides nghoa Hebe «biG bs tte ames bas 704,434 330,681 
It AE anna i Bins ia tdlicka called wdc aialig'< aia'sin a WiKi Agee 30,709 81,718 
eh I a ea etcka char eran niece cmacg @eveiaalc noid ote oem eee 148,297 72,560 
ec aa TR AEE f9 dy” SO ORE PLE Fife Oe Sop ts ee 54,105 19,005 
ets Gok Lice Ge Fads «9/9 bid EAs ie ots She sts bo Bee Seles 2,247 36,209 
atti ch bate RE e taatinwe® Vindw rasa ren deme eae 13,998 163 
i. ad I ctaciiatacis sia otianse ie akicate.coelt odttiet? anus doe eG 6,980 2,802 
De OE ois vob Teh Soe eee ee be htt elew ele lies toate 102,288 187,774 
9. Other DUREL. UE: ais i eine thls elke Sie dake eis 54,333 77,906 
Re Cr TORRE ce geen, «cited s emrgd eins Howse hewns ok 63,102 22,372 
Diy EE sre eee rai oe chk BH AO Ue eaeo O48 eee 7,805 8,738 
po eB PO a ee 4,887 13,727 
De I BUT. CHOI 6a ooiscisc cic. siviw ec. noiedeete ke Dhinet 9,459 3,556 
eis NNN ihc 3) ae gratis cas 6 9 ctus ein: sconce wwieatere.n aero alee es 14,448 19,306 
Ree Se I IS osc ove. s10's bine caleicte omnis 6,624 11,460 
16. Other agricultural products..................06- 13, 806 24,500 
SNS AD baceeS 6 herds va is 6 Wa Linenle@hwesie 1,257,522 916,477 
Animal Products— 
py A RU oaare ed WA oS Pee se WA a fe PT 6,991 316 
Ts HOR CCNG) MUG \OMIV ORES | 5 5ici 0 ELT ede bc Hisleelule asia 43,594 6,828 
Sct s,s rihs nal - daniys <iemt ccorenivwsiunidos cmehss ener 3,490 2,900 
MRA SIS hh farsa ge Sash nla Wate 4k orate kb we Kaige 86 amigo 30,100 3,990 
pe eS ee ee ee 11,653 54,003 
22. Dressed meats (cured and salted).............. 3,018 15,841 
23. Other packing house products.................. 3,673 23,117 
24, eutry Rakes cab Giee:osew es daca Clb su nls 6409,46 %0'e Re 226 9,846 
ME aide Weare cn Sow lds are'e Ghee os tin oe 4. bere ee 1,262 7,447 
26. Bator MAE: CIDONO solos cies Vode i tee dolhe Seales 1,814 11,988 
27 MNP SEMESIAOLE 0 Aiba blcidbil.« shia delawel octsldes Hees 1,134 1,180 
ks recs caled-a cape oraee Koes nosis 5,935 12,064 
2e~ CERGE QUIMMGL PEOGUCES. .... so cece tcc cscs ccccees 1,656 4,480 
i PUMNON S515 fii. bill. alike dbtalecles 114,546 154,000 
Mine Products— 
re I as ahs wo asians Shas aaine dias toe4 430,657 175,632 
eo SENET UIE Soc isigcccccss ohio s © neal vb b5's bebe ean 1,475,185 133,094 
SN Na ao acdsee « Sint en sievva/si Wig tao Stead Sioa . : SACP 
SE Fas ente Caines cine s-acerathe cia avb-eeasdiebane aoaw 80,476 4,860 
ee a ee ee se 231 
35. Other ores and concentrates..............00000 130,239 9,236 
es SS NY IE, BE ono. 56.9 vino bs00'. 0:40 000.095 J L1T7 
37. Clay, gravel, sand, stone (crushed)............. 64,917 22,189 
38. Slate, dimension or block stone................. 13,337 6,995 
SOs COP OUTRUN foci 556 5a o vice seein v0 boda SEs cepesed 24,411 912 
I fo esc cacsiiattic tigre nna) 0d ee aay ene acianeia adorn ede 2,373 488 
MR Sen ete Crs oe ncecivet Seog coc ee hee hee auee 12,241 7,128 
42; OMer Mine ProGuUucts.'/ Go. ab eo le Dede Vasdele 11,902 11,587 
MN TE caged tde hin cdncapennvemetaea raed 2,272,254 373,397 
Forest Products— 
43.. Logs, poste, poles, cordwo0od.......ccccsccsceccs 307,333 16,349 
GOS FRR CS. Bb boa 655 GEN CRIS sb ewbsalsdaiic’s ae 9,314 6,399 
ee ee a a ee 167,046 211,079 


46. Lumber, timber, box shooks, staves, heading... 201,207 274,936 
47. Other forest products 








pia teneeseted vaserorednde res 29,319 23,488 
ON oi eB WS on albnts 714,219 532,251 

Manufactures and Miscellaneous— 

48. Refined petroleum and its products............. 72,917 12,696 

ee ok diehard gt Oia daedin.c cae oo Héca wre oO werelne 15,295 

50. Iron, pig ‘and Mloomiis 2. AS. 3 14,604 





51. Rails and fastenings 
52. Bar a sheet iron—Structural iron and iron 





RRS RET TS Bee te ee ee ae iat kee eee 34,790 
53. Chatlees, machinery and boilers 19,383 
ee, NN hae Aca alsa, mol 41g oW a\n58-0.9 ia icellie 1,816 
55. Brick and artificial stone......... 3,537 
Gay Been. WIE RRMEOR, 6 SAGs oe Ub Scie ceidbcocenes 2,135 
57. Sewer pipe and drain tile..................00e- q 12 
58. Agricultural implements and vehicles other than 
ME gether to etisarcics b'cth.duecoin cp areas <b eas Fo oe Re © 5,535 10,397 
59. Automobiles and auto trucks.................... 7,360 67,233 
GOs BEGUROTIGI IOOGE iia ik 0 Said osicince OLij te eral codec 4,447 465 
OR OE Ee I ee nner eae: 2,853 3,620 
enn eee ee ober ears 6,924 884 
err acetic ste ore 7,929 8,935 
64. Paper, printed matter and books............... 25,882 109,409 
65. Wood pul i ss ECU ITS. +792 78,721 
66. Fish (fresh, frozen, cured, etc.).....-......eeee. 5,221 5,800 
ie I oh et nn he a acer gained 195 
68. Canned goods (all canned food products other 
Char Memty. sessed so. Ue. AIOE 56 14,033 
69. Other manufactures and miscellaneous......... 399,307 198,615 
I ES nie as daca aancawas «ins taal 07,658 70,367 
ONS SLU. URE. RIO. FAT 923,954 674,191 
NG OI 6 604 Reig cannes dere meowcaast 5,282,495 2,650,316 


SANTA FE ACQUISITION 


The Atchison, Topeka & Santa Fe has asked for authority 
to acquire by lease the Osage County & Santa Fe Railway 
Company property consisting of a line extending from Owen 
to Pawhuska, Okla., a distance.of about 35 miles. The Osage 


County company is a subsidiary of the Santa Fe, which built 


the line for the parent company. 
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CANADIAN NATIONAL CONSTRUCTION 


The Trafic World Ottawa Bureau 

The construction estimates for the Canadian National Rail- 
ways for the coming year have just been brought down in a new 
form. There was a schedule of proposed construction intro- 
duced by resolutions instead of separate appropriations as for- 
merly. The distances and costs in the schedule were merely 
estimated, but they provided for a total construction of 1,011 
miles, with a total cost of $28,307,000. The mileage which it 
is proposed to construct is in different parts of Canada from the 
eastern part of Nova Scotia to Vancouver Island in the far 
west. It is stated unofficially that all the construction in ques- 
tion has been carefully considered and recommended by Sir 
Henry Thornton. 

Of the total, nearly five millions will be spent in the Mari- 
time Provinces, two millions in Ontario, over three millions in 
British Columbia, but by far the greater part—nearly eighteen 
million dollars—in the Prairie Provinces of Manitoba, Sas- 
katchewan, and Alberta. There is an item of $3,500,000 for the 
“Sunny Brae branch to Guysboro, N.S.” This is a piece of road 
about 70 miles long, which has been urged on Parliament for 
many years to give a railway through to the eastern shore 
of Nova Scotia connecting with tidewater, probably Guysboro 
or Mulgrave. In both places there are excellent harbors, and 
a portion of the country will be served which has not hitherto 
had railway communication, but the traffic returns are somewhat 
problematical, 

Another item is for the construction of 29 miles of road from 
Nakina on the old Grand Trunk Pacific system in the Thunder 
Bay district of Ontario to Long Lac on the old Canadian Northern. 
This has been long discussed and is known to railroad men as 
“the Long Lake cut-off.” 

The expenditure in the Province of Saskatchewan amounts 
to nearly twelve million dollars and is largely for the completion 
of construction undertaken some time ago and interrupted by 
the war or economic causes. The same is true of the exten- 
sions in British Columbia. In the eastern provinces and in 
Alberta, the proposed construction is almost wholly new. 


SCHEDULE 
-——Estimated—, 
Mileage 
Mileage including 
already existing 
Location graded grading Cost 
1. Lockeport Station to Town of Locke- 
ME. Mat ao5 62 sc nenmbind dune eo manawa 0 4 $ 150,000 
2. Sunny Brae Branch to Guysboro, N.S... 67 3,500,000 
3. Meductic, N. B., westerly to Inter- 
national DOUNGALY 606s cece nswised bas tic 0 25 1,260,000 
4, Grande Fresniere, Que., to Rinfret Jct. 0 12 357,000 
5. China Clay Branch, Que., to St. Remi 
Se ee re eee toe ee 0 2 65,000 
6. Long Lac to Nakina, Ont.............++. 0 29 1,944,000 
‘ 


. St. Rose du Lac Branch to Rorketown, 
NI Sin 3a es win arcs bl alts Sle Fane pe Rea 22 22 378,000 
. Pine Falls Branch, \an., 


8 to Winnipeg 
ES RE AR ree ree Te 0 19 450,000 
9. Peebles southerly Branch to Mile 22, 
is ain ase ohana Deloria ue pkaee Anes 20 22 300,000 
10. Thunderhill Branch, northwesterly to 
Prince Albert Branch........ccsccssccs 4 69 1,656,000 
ll. Melford Branch, northeasterly to near 
DONNER, . SES cv octdin owen 's aesamne cows 6 17 360,000 
12. From Prince Albert Branch, northeast- ; 
erly to near Paddockwood, Sask...... 18 23 406,000 
13. Bengough Branch, southwesterly past 
_ Fife iuake, Baek... ..cccctsibnbstecece 0 48 1,404,500 
14. Gravelbourg Branch, westerly to Neid- 
3 POURS BO. 510 +o bro's 0 20 ston slbintenils ogee 11 11 174,000 
ls. Eaton Branch, southeasterly towards 
A Bog OE eee ean 35 35 649,000 
16. Turtleford Branch, southeasterly to near 
4 ERGO, Ss. csetadiicn s isd bb nahisd 23 102 2,313,000 
17. Jackfish Branch westerly to Glenbogie, 
— BOB os s6.odnnid Hi OTs bid bo Wid od SORA TEb 5 5 181,000 
18. Vonda Branch northeasterly to near 
Wreme, Bae. 6 aidin cio tie 5 iRR S42 Bis cictes 23 31 581,000 
19. Dunblane Branch to Mawer, Sask....... 0 42 2,767,000 
20. Willowbrook Branch westerly to Mile 
Six (6) west of Willowbrook, Sask.... 4 6 154,000 
21. Acadia Valley Branch westerly to Mile 
42. BEE. GH FRR sro civocsae thew 42 42 768,000 
22. Alliance Branch to a point between Sib- 
Dald amd AlSmeK” AMO. 6. eiceccc cess 0 70 1,034,000 
23. Hanna Branch to Warden, Alta......... 0 57 1,445,000 
24. Loverna Branch westerly to connect 
_ . With Hanna-Warden Branch, Alta.... 0 50 1,362,000 
25. St. Paul Branch easterly to 21st Mile 
oe +, Deyond St. Paul, Alta............++++ 0 21 525,000 
“6. Joint section with C. P. R. between 


= Rosedale and Bullpound Creek, Alta.. Half cost 39 915,000 
27. Okanagan Branches to Kelowna and to 
Lumby, B. C 


og x Lumby, B. C.....seseseceecececncceees 101 105 2,307,000 
28. V ancouver Island Branch to complete to 
UE sa bia. asian oa 00 ciao Were oe 55 26 348,300 
track only 
29. Cowichan Bay Cut-off to Cowichan Bay, 
Vancouver BANG 2.6.60. 5s o00edsee ecko 0 10 554,100 


NEW CANADIAN LINES 
___A new short line via Fredericton, New Brunswick, for the 
Canadian National Railways from Halifax to the United States 
is seen in the decision, as announced in the estimates for rail- 
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way construction, to proceed with construction of a new line 
branching off from the St. John Valley Railway to connect with 
a new line known as the Eastern Maine Railway. It would 
give the Canadian National Railway a short independent route 
via Fredericton, McGivney Junction, and Meductic to the New 
—— States and New York for fish, agricultural products, 
pulp, etc. 

The English interests behind the Chicoutimi Pulp and Pa- 
per Company are negotiating for the construction of a railway 
line from Fort Alfred, at the head of the Saguenay River, to a 
point on the Peribonka River in Quebec province. The first 
section would be about 45 miles long and would be extended 
around the north of Lake St. John to tap the Canadian National 
lines. It would be financed in England, and it is claimed that 
it would have sufficient log traffic to put it on a paying basis 
from the start, allowing a surplus above interest charges. The 
Chicoutimi and other mills in the district supply material for 
fourteen paper mills in Great Britain. 


REPORT TO CANADIAN SHIPPERS 


The report of the transportation committee of the 
Canadian Manufacturers’ Association, submitted at the annual 
general meeting of the association at Toronto last week, was 
a voluminous and somewhat detailed statement of develop- 
ments in the Canadian transportation field as affecting the 
interest of shippers and the work of the association in their 
behalf. There was no discussion of the report, though it con- 
tained some recommendations. 


The report said that correspondence had been carried 
on with the Board of Railway Commissioners in an endeavor 
to have it publish conference rulings or rulings other than 
contained in its orders, in pamphlet form, so that the public 
might have before it the many orders made by the board that 
are not obtainable except by direct request. The hope was 


expressed that before long the committee’s suggestion would 
be adopted. 


i Car Service 
As to car service, the report said: 


The question of car shortage received the attention of your 
committee and the department during the past year when a rather 
acute situation developed in the Maritime Provinces due to the 
use of cars in the movement of western grain and the difficulty of 
securing cars from American lines. Efforts were directed towards 
relieving the situation and some improvement was obtained. Recently 
we have been advised the situation is again acute, and large quan- 
tities of lumber, paper and woodpulp are prevented from free move- 
ment owing to the difficulty of securing cars. m reports received 
by the department from the Railway Association of Canada it is 
stated that the total cars on Canadian lines were 182,585 on May 1, 
1923, while this figure was 200,748 on May 1, 1922. With the increase 
in traffic this situation appears serious, and when coupled with the 
bad order car situation as reported from the same source, it would 
appear that a action should be taken to provide more cars. 
The department has already brought this matter to the attention 
of the Railway Association of Canada. 

The strike in the United States during the summer of last year 
necessitated assistance to members regarding movement of traffic 
through embargoed districts. The department is kept fully advised 
of the different embargoes and changes made herein. 


Claims 


A satisfactory improvement in the action of the carriers 
in handling claims was reported. This was attributed, in part, 
to the better packing of goods by shippers. 


Ocean Conference Rates 


With respect to the North Atlantic and United Kingdom 
Conference, Eastbound, the report says: 


Nearly all, if not all, of the regular steamship lines runnin 
from Canada belong to this conference, the headquarters of whic 
is located in New York. Especial attention is also directed to the 
fact that the Canadian Government Merchant Marine is a pa to 
this conference, and the observation made by the committee is that 
the vast sums spent by the Canadian people on the development 
of a merchant marine were never intended to bring about this 
result. The further observation is made that whatever advantage 
may have accrued to the Canadian people by the millions of money 
spent on the development of our internal transportation system— 
the building of railways, the digging of canals, and the deepening 
of rivers—such advantage may, in large measure, be nullified if 
freight rates from our ocean ports to forei countries are fixed 
at such figures as to absorb the saving which these expenditures 
have obtained. 


Hague Rules 
With respect to the Hague Rules the report says: 


Uniformity in the conditions governing the carriage of goods 
at sea is to be commended, but there are certain features in the 
proposed rules which would weaken the present protection afforded 
exporters under the present bills of lading which in Canada are 

verned by the water carriage of goods act and in the United 
States by the Harter act. Many of the shippers’ organizations, 
therefore, are opposed to the substitution of the proposed rules 
in their present form. 

Your committee is following developments in this connection 
closely in order that the interests of our members may be protected. 


Classification 


The special classification committee, composed of three rail- 
road and three shipper representatives, has practically concluded 
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its work in connection with proposed Classification 17, the report 
says. Since February, 1921, there have been 36 meetings, total- 
ing 98 days. Shippers’ representatives to the number of 475 
have attended the meetings, representing groups of several thou- 
sand actual shippers. There are approximately 12,000 items 
contained in proposed Classification 17, and every one of these 
has been dealt with by the committee. The majority of these 
are contained in trade lists. The report continues: 


The committee expects to meet shortly the special committee 
in the west which has been dealing with the same subject and on 
which the association is also represented. As the committee in 
the west has been receiving the minutes of the committee in the 
east and has considered a great number of the items it is_under- 
stood that very few matters will be outstanding for consideration 
when the two committees meet. 

The method adopted of dealing with freight classification matters 
by such committees has proved a very satisfactory way of handling 
this. question, and it is believed that the continuance of the practice 


with an extension to include all freight rate questions will prove 
equally satisfactory. 

The department has carried on the organization work of bringing 
various members before the committee and assisting in the prepa- 
ration of any material presented. Practically all the lists mentioned 
above were arranged in comparative form showing the proposed 
changes in detail and sent to members who later attended meetings 
for the purpose of arranging for presentation of any objections to 
the committee. 


International Commission 


The committee has the following to say with respect to 
an international railway commission: 


Your committee is of the opinion there should be closer co-opera- 
tion between the Board of Railway Commissioners for Canada and 
the Interstate Commerce Commission of the United States in all 
international matters pertaining to transportation charges. It has, 
therefore, suggested that a commission composed of members from 
the existing boards should be established to hear any question 
respecting these matters, reporting to their respective commissions 
for decision. The matter is still in hand, and it is hoped to arrange 
satisfactory disposition in the near future. 


REGULATION OF LAKE FREIGHTS 


The Traffic World Ottawa Bureau 


The Minister of Trade and Commerce has introduced notice 
of a bill based on the conclusions arrived at in the recent report 
of the commission appointed to investigate lake freights. Its 
chief provisions are as follows: Grain carriers between Fort 
William or Port Arthur and any other lake or river pot in Can- 
ada -or the United States shall file its tariff of rates with the 
Board of Grain Commissioners; the board shall receive and tabu- 
late such reports and ascertain by all available means the rates 
-prevailing, and report to the Minister of Trade and Commerce 
‘the facts in respect to deficiency of cargo space, excessive freight 
charge, or discrimination in rates, and all shippers shall, on re- 
quest, furnish the board with such information as they possess 
on such matters; when, in the opinion of the board, rates are 
unreasonable or excessive, it may prescribe such maximum rates 
‘as it may consider reasonable, which may be varied or limited 
in their operation as the board may prescribe; provision shall 
be made for posting in the Winnipeg Grain Exchange and in the 
office of the Board of Grain Commissioners, by vessel brokers 
and agents, statements in detail of cargo space, time for ship- 
ment, and destination on contracts or charters made on the day 
last preceding, and to prohibit any vessel broker or agent from 
soliciting any risk or issuing or delivering any receipt or policy 
of insurance, collecting premiums, inspecting any risk or ad- 
justing any loss on any consignment of grain to be carried. 
Penalties are provided for violation. 

There is separate legislation proposed with regard to sus- 
pension of the coasting regulations. It is proposed to repeal 
section 958, of the Canada shipping act, and to.provide in place 
thereof that the Governor-in-Council may, from time to time, de- 
clare that the provisions relating to coasting privileges shall not 
apply either throughout Canada or in any specified waters of 
Canada to the ships of any foreign country. 

In the discussion in the Canadian Senate on the report of 
the Commission on lake freights, Senator Bennett criticized the 
government for not putting some of its own ships, which were 
tied up on the lakes, into service for the purpose of “breaking 
up the combine.” He said it had five first-class freighters, 
splendidly fitted for the grain trade, tied up at the docks, while 
the companies in the combine were exacting freights of 7 or 8 
cents a bushel. The government, too, had power to abrogate 
the coasting laws and let American. ships come in, but it did 
not do so until the last trip of the season, when the American 
ships would not come into the trade lest they should be frozen 
in at the Georgian Bay ports. 

He said the Canadian railway trade in grain was badly handi- 
capped owing to the fact that there were American and Cana- 
dian shippers who. preferred to have.their grain go through 
American rather than Canadian ports because they had the 
advantage of mixing the grain at Buffalo. 

The carrying of grain from Buffalo to Montreal, he said, 
was working disadvantageously to Canadian railways. “Another 
scheme which has developed in the mind of these vessel own- 
ers in the last few years,” he said, “is that it would be a good 
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plan to fill Buffalo with grain from western and northwestern 
points and cause a congestion there, and then transship it in 
smali vessels by the canals to Montreal. There is no possibility 
of stopping this trade, but there is no reason why the grain 
should not be carried at low rates.” 

With regard to the abrogation of the coastal laws, he said 
there ought to be legislation “along the line of that which has 
been passed in the United States—legislation so drastic that it 
will control the vessels for the whole season at fair and rea- 
sonable rates.” He was opposed to abrogation on principle, 
however, for the reason that a vessel of American registration 
was in an advantageous position as compared with a vessel of 
Canadian register. That being the case, Canadian-owned ves- 
sels, if there were total abrogation of the coastal laws, might 
register in the United States and, if they did, all the superior 
men on the boats, like the captains and engineers who had to 
have certificates of fitness, would be obliged to follow their 
vessels and become American citizens. With an act passed 
along the lines of that in the United States giving an impartial 
body the right to decide what fair rates should be, the Canadian 
railways would be in a commanding position for the handling 
of the grain. 


EQUALIZATION OF CANADIAN RATES 


July 9 has been set as the tentative date when the Gover- 
nor-in-Council will hear the appeal of British Columbia on the 
question of equalization of freight rates through the Rocky 
Mountains. The Prime Minister has advised counsel for British 
Columbia that that will be the probable date. The Provinces 
of Alberta and British Columbia are petitioning the government 
jointly for equalization. Alberta goes even further than British 
Columbia in its application and asks for equalization on a mile- 
age basis of all commodity rates between the east and west. 
British Columbia has always enjoyed lower rates on certain 
commodities shipped across Canada in competition with water 
transportation and Alberta is now asking that these rates be 
equalized. 


RAILWAY CONCESSIONS IN ITALY 


The granting of railroad concessions and the transfer of 
certain railroads to private enterprise appear to have been dis- 
cussed at the meeting of the Italian Council of Ministers on 
March 15, says a report from Consul L. Domiman, Rome. As 
far as can be ascertained it was decided to grant concessions 
for a length of time that will attract investment. The intention 
is to exact on behalf of the Government a share on all profits 
exceeding a 7 per cent dividend per share. Grantees will not 
be obliged to buy material and rolling stock on hand at the 
time of the transfer of the state railroads to their jurisdiction. 

It seems probable that the State will retain the operation 
of trunk and important lines and particularly of the sections 
of the State railroads which have heretofore been operated at 
a profit. A number of branch lines, however, may be trans- 
ferred to private enterprises. 

At the meeting of March 15 the Council of Ministers de- 
cided. to concede to private interests the construction of the 
express railroad service between Bologna and Florence. 


CONDITION OF LOCOMOTIVES 


The following is authorized by the car service division of 
the American Railway Association: 

There are three outstanding features in connection with the 
condition of locomotives on American railroads on June 1, as shown 
by reports just filed by the carriers with the car service division. 
They are as follows: - 

The railroads on June 1 had 12,683 locomotives in need of 
repair, 19.9 per cent of the total number on line, which is the 
smallest number in need of repair for any time since the car serv- 
ice division began the compilation of its locomotive records. 

2. The railroads had 51,281 serviceable locomotives on June 1, 
which is the largest number on record for any time during the same 
period. This was an increase of 694 over the number of such loco- 
motives on May 15, which had previously marked the peak. 

The railroads repaired and turned out of their shops from 
May 15 to June 1, 21,406 locomotives, the largest number for any 
semi-monthly period on record. 

The total number of locomotives in need of repair on June 1 
was a decrease of 812 since May 15, at which time there were 
13,495 or 21 per cent. 

Of the total number on June 1, there were 11,368 or 17.8 Fl cent 
in need of repairs requiring more than 24 hours. This was a decrease 
of 815 since May 15. Under the program unanimously adopted by 
the railroads of the country in April, at a meeting in New York, 
locomotives awaiting heavy repairs are to be reduced to 15 per cent 
by October 1. : 

Reports also showed 1,315 or 2.1 per cent in need of light repalr 
which was an increase of only three locomotives over the number 
awaiting such repair on May 15. 

In repairing and turning out of the shops 21,406 locomotives dur- 
ing the last half of May, the railroads exceeded all previous records. 
This was an increase of 896 locomotives over the previous record 
which was made during the semi-monthly period extending from 
January 15 to February 1, 1923. 


CONSOLIDATED CLASSIFICATION DOCKET 
In The Traffic Bulletin of June 23 is printed Docket No. 15 
of the Consolidated Classification Committee for hearings of the 
Official, Southern, and Western Classification committees at 
Chicago July 10 and Atlantic City July 17. 
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CONSOLIDATION HEARING 


In presenting further evidence with regard to consolidation 
of western lines before Commissioner Hall and Examiner Healy 
at Chicago, June 18, Hale Holden, president of the C. B. & Q., 
reiterated his opposition to the proposed plan, further elabo- 
rated his own plan, and added a new proposal for the joint 
ownership of the Denver & Rio Grande by two or three groups. 
His proposal for the consolidation of the Burlington, the Great 
Northern, Northern Pacific, and the Colorado Southern, was 
presented to the Commission at a previous hearing (see Traffic 
World, March 3, 1923, page 494). 


The long standing association of these lines, he maintained, 
should be preserved. The change in conditions growing out of 
the decision in the Northern Securities case and the building 
of the C. M. & St. P. to the coast and the extension of the 
U. P. to Seattle had added competition, he said, so that all but 
2 per cent of the traffic handled by the N. P., and the Great 
Northern was subject to competition. He was, therefore, con- 
fident that the group he urged would properly maintain com- 
petition. 


The Central Pacific decision, he said, had regulated com- 
petition through the Ogden and El Paso gateways, so that the 
U. P. had practically an exclusive grasp on the territory served 
by the Central Pacific and the Southern Pacific in the pro- 
ductive California territory. This system, he said, had the 
apparent approval of the public and the Commission. 


After sketching the position of the Santa Fe, he stated his 
opposition to the grouping of the Colorado Southern with this 
system, declaring that it had the emphatic disapproval of the 
territory served. In order more nearly to balance the proposed 
systems, he advocated the assignment of this line to the C, B. 
& Q. group. 

The Denver & Rio Grande he proposed to make into a 
bridge line, the stock of which would be owned jointly by the 
Burlington, the Santa Fe, and possibly the Missouri Pacific. 
The interests of the large lines, he claimed, would in no way 
halt the development of this territory under such ownership, but 
would further it. Such arrangements, he said, would be necessary 
between groups in the holding and operation of terminal facili- 
ties, and he saw no reason why such ownership could not be 
made to work as well in the case of individual lines. 


Problems in the East, he said, were much more intricate 
and difficult than in the West, where they were not so com- 
plicated by highly developed industrial areas, and he said he 
looked for the larger share of railroad expenditure and develop- 
ment to take place in the East rather than in the West. There 
would probably be a greater number of miles of new line built 
in the West, he said, but the development that would be neces- 


sary in the East within the next five years were of far greater 
magnitude. 


The grouping of lines east of the Missouri River so as to 
bring the termini of the southwestern lines to Chicago and 
St. Louis rather than to Kansas City would seriously affect the 
grain and live stock movements, he said. He cited figures to 
show that there was heavier movement of grain to the Gulf 
ports than to the East. It would also result, he said, in over- 
taxing the Chicago area in moving traffic through’ industrial 
areas that might be moved over other routes., 

He declared the argument to be fallacious that the eco- 
nomical management of large groups was not possible, citing 
the Santa Fe and some of the large eastern lines. In speaking 
of the effect of the Panama Canal, in response to questioning 
by Commissioner Hall, he said that either the existing rate 
structure in the Northwest was too low or the competition 
of the Canal was so great that a sufficient volume of traffic 
was not left to permit the earning of adequate returns in this 
territory. The growth of traffic in the Southwest, he said, had 
been greater and more rapid than the growth of traffic in the 
Northwest and he declared the condition of the northern lines 
to be so weakened as to cause grave anxiety. The effect of 
the Canal, he declared, was about equal on both groups. , 

Following the testimony of Mr. Holden, Ralph Budd, presi- 
dent of the Great Northern, said that, in his previous testi- 
mony, he had introduced a table which showed for 1921 the 
annual rate of return on investment in road and equipment 
for the combined class I roads of the Western district was 3.70 
per cent, as compared with 3.43 per cent for the great North- 
ern, Northern Pacific, Burlington and subsidiaries. It has de- 
veloped, he said, that the percentage of 3.70 per cent for the 
combined class I roads of the Western district was erroneous 
and that the proper percentage was 3.21 per cent. 


Cc. & E. I. Testimony 


In presenting the case of the Chicago & Eastern Illinois, 
Vice-President W. H. Lyford outlined a brief history of the 
line, with emphasis on the failure of the attempt to operate 
the C. & E. I. in connection with other lines and the resulting 
receivership that was forced on the road while practically all 
its securities were above par. Since it had been detached from 
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its alliances, he said, the road has made money and rebuilt 
itself into a high-grade heavy-duty carrier. He said: 


We, therefore, assert that this little property is strong in every 
way. It has pee gt to handle a much heavier traffic than has yet 
been developed and it is able to stand on its own feet and to operate 
and finance itself successfully as an independent property. We do 
not want to be consolidated with the Missouri Pacific or any other 
line west of the Mississippi, because we know that we can make 
more money and serve the public better without an alliance with 
any one line west of the river. 

I have been directed by our board of directors to oppose a con- 
solidation with the Missouri Pacific or the St. Paul, but to express 
for them no desire to consolidate with any other railroad. As their 
spokesman, I cannot go further than to repeat the statement I made 
at the hearing in February, that, in my personal judgment, this com- 
pact little railroad has two outstanding functions, which should be 
developed to their full capacity. 

n the first place, it is a great originator and carrier of coal 
traffic. It has a very large coal equipment of locomotives and cars 
and its serves 84 operating coal mines. Aside from the coal move- 
ment to Chicago, the principal market for this coal is in the North- 
west, and therefore this railroad should have as free access as pos- 
sible to a large distributing territory in the Northwest. 

On the other hand, this railroad has another important function 
—that of a bridge between the southern southwestern lines and the 
eastern lines. This second function in no way interferes with the 
first and, until now, the more important function of carrying coal 
to Chicago and the Northwest. All three of our principal lines frem 
Chicago to Evansville, to Thebes and to St. Louis are paralleled by 
competing lines, controlled by the New York Central, and we presume 
that the Commission would not be willing to put an end to that 
competition. Would it not be well to leave this railroad free to build 


p een all the lines west of the Mississippi 
River and south of the Ohio River, and the P’ y 
Marquette and Nickel Plate, h ~ io Waen Gf tee oe tom 


} which have no line hei 
Chicago to the West or Southwest? ere Ste ee 


RAILROAD EXPENSES CUT 


“Some figures showing the effect on railroad expenses of 
the increase in efficiency of management in the three years 
since the roads were returned to private operation were given 
by Geo. G. Boardman, secretary of the Western Railways’ Com- 
mittee on Public Relations, in an address before the National 
Association of Retail Secretaries at Milwaukee, June 16. “The 
general impression is that most of the reductions in expenses 
since government control have been due to the cutting of 
wages is not true,” said he. “The fact is that the largest part 
of the reduction in expenses has been due to a reduction in 


os number of employees, and few realize how large this has 
een.” 


He continued as follows: 


Three years ago, the government turned the roads back to their 
owners ‘with over two million employes, or 277,000 more than when 
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the government took over the roads. It has been claimed that this 
increase was not due to government operation. but the fact remains 
that under federal control there was this large increase in employes. 

Thus far this year much more business has been handled. than 
when the roads were under government control, and this has been 
done with over 200,000 less men than were employed at the close of 
federal control. This means that 200,000 men were released for 
work in other fields. 

The average wage paid to the employes in 1919, under govern- 
ment control, was ii. The average wage now paid is at the 
rate of $1,664 for this year, or $245 higher than in 1919. n 
basis of the reduced number of employes now handling the business, 
compared with the number during government operation, and allow- 
ing for the present higher wages than when the roads were under 
federal control, the saving in wages this year, on the basis of the 
first three months, will be about 350 million dollars. 

Relief for the railroads requires a fair valuation, a reasonable 
return and restoration of credit. 

Our railroads have been created by the brains, the billions and 
the brawn of our people, and represent an investment of about 21 
billion dollars. But that is not all, for at least three billion dollars 
have been put into them for additions and betterments not included 
in the investment account but charged to operating expenses, thus 
reducing the amount earned for their stockholders. 

The valuation of $18,900,000,000 found by the Interstate Commerce 
Commission over three years ago should not be ruthlessly cut down 
to 13 billion dollars, as advocated by Senators La Follette and Brook- 
hart and other radicals, simply to satisfy the whims and _ caprices 
of those who have never been in a position to present a valid reason 
for any reduction in valuation. 

In March of this year 42,000, or 22 per cent, more tons one mile 
per employe were moved over the roads than in 1919, under federal 
control, and this was done with thousands less employes. 

The average revenue per ton mile for the first three months of 
this year was only 11.04 miles, a little more than one cent. This 
means that the rates were so low the railroads hauled the aver- 
age ton of freight 100 miles at a cost to the shipper of only $1.10, 
or about one-quarter of the cost in foreign countries. 

The fixed charges of the roads last year were about 669 million 
dollars, mainly for interest on bonds. Bonds are moregages, and 
it is just as necessary for a railroad to pay the interest on its 
mortgages as for a man to pay the interest on the mortgage on 
his home; failure to pay either results in a foreclosure, and in the 
case of the railroad, to a receivership. Only $108,000,000 above the 
fixed charges was earned by the roads last year, and this represented 
only 1.5 per cent for the stockholders on their investment. 

The enlargement of terminals and provisions for new Ones are 
of grave importance just as are more passing and side tracks, for 
a terminal is like the neck of a funnel—if not large enough the flow 
of traffic through it is slow, retarded and even stopped. The rail- 
roads are the pipe lines leading from the reservoirs of our agricul- 
tural, manufacturing, mining and forest resources to the markets, 
and when such pipe lines become clogged as they are now from 
lack of sufficient equipment, tracks, terminals and other facilities, 
enormous losses are incurred not alone to the farmers and manu- 
facturers, but also to the ultimate consumers. 

Lack of suitable railroad facilities last year caused a loss to 
the farmers alone of about $700,000,000, or just about the amount 
they paid in freight rates. 

With the increase in our population, business and transpor- 
tation needs it has been carefully estimated that during the next 
10 years the railriads will require, on the basis of present prices for 
labor, materials, equipment, etc., about one. billion two hundred 
million dollars for additional facilities each year in order,.to. keep 
pack wie ‘the increased business and: to promptly’ and efficiently 

andle’tit. © ° ae Py begets & 

Credit is the very keystone of the bridge which the railroad 
owners and managers are trying to construct so that at all times 
there may:-be ample room for all freight offered to be safely and 
promptly moved over it. 

; tthe cry go forth, “Hands off the railroads,’ and if it be 
heeded, they will not only soon work out their own salvation, but 
also..save hundreds, -of Hions annually to the American people in 
their present cost of living. ; 


“NORTHWESTERN COAL ARGUMENTS - 


The Trafic World Washington Bureau 

An exhaustive discussion of the rates and the relationship of 
rates from the northwestern docks and from_the Illinois mine 
groups to northwestern destinations has been made in No. 14476, 
Northwestern Coal Dock Operators’ Association vs. Chicago & 
Alton et al.; No. 14533, Traffic Bureau of the Sioux City Chamber 
of Commerce et al. vs. B. & O. et al.; No. 14622, Board of Rail- 
road Commissioners of the State of South Dakota vs. Chicago & 
Alton et al.; No. 14142, Illinois Coal Traffic Bureau vs. Chicago & 
North Western et al.; and No. 14477, C. Reiss Coal. Co. ys. 
Ahnapee & Western et al., the Commission allowing two days at the 
jend of the week ended June 16. In a broad sense the cases consti- 
‘tuted an effort on the part of the operators of upper lake coal docks 
to bring about a relationship of rates which would give them a 
better adjustment to the Twin Cities, using them. asa typical 
‘point of destination, in their competition with coal‘ from the 
Illinois districts, especially southern Illinois, although the rates 
from the northern Illinois district constitute the measuring stick, 
the rates from the other groups being differentially related: 

In the final analysis, Frank Lyon, representing the complain- 
ing dock operators, said the rates from the southern Illinois group 
should be raised, rather than that the rates from Duluth lowered. 
The rate from Duluth was prescribed in. the Holmes. & Hallowell 
case, which, in one form or another, had been pending for about 
ten years. For thé-4irpose.of the argumént of the chief com- 
plainants, the Hdlmes & “Hallowell scale rates were not con- 
sidered improper. The complaints other than the one first men- 
tioned were treated as being complaints intended to preserve 
relationship or to suggest, if any change. -were made, how the 
new rates shold be ‘related. et . — 

The outstanding fact was that none of the lines serving 
the docks also served the southern Illinois mines, whence came 
the chief competition. Commissioner Eastman asked B. W. 
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Scandrett, who'was speaking for the northern transcontinental 
lines that serve the upper lake ports, if he did not consider the 
Burlington as part of the Northern Pacific and Great Northern. 
The Burlington serves mines in Illinois, hence the inquiry. Mr. 
Scandrett said that in a stock-owning sense the three might be 
considered as one system, but not in a rate-making sense. 

“We would like to be one system,” said Mr. Scandrett, “and 
that is one of the question before this Commission.” 

R. W. Ropiequet, speaking for the Illinois Coal Traffic Bureau, 
contended that an increase in Illinois coal rates, as suggested by 
the chief complainants, was not the way to get at the difficulty, 
if any, that was bothering them. Throughout the argument, and 
in questions from the bench, there was a suggestion that per- 
haps the trouble with the complainants was a question of quality 
of coal, dependability of supply and other commercial considera- 
tions. A. B. Pratt, speaking for the Northern States Power 
Company, with plants in the Twin Cities and other points in the 
northwest, speaking for at least one kind of consumers, said that, 
while the dock operators for two years had not been as great 
factors in the market as formerly, the conditions had been so 
abnormal that there had: been no real test of the adjustment 
resulting from: the Commission’s decision in the Holmes & 
Hallowell case. He considered the scale in that case high, but he 
said conditions had been so far from normal it was hard to say 
what the competition would produce when conditions became 
more nearly normal. 

Other than those already mentioned those who discussed the 
questions were E. M. Massman for the Sheridan (Wyo.) Coal Co.; 
George T. Bell for operators in southern Wyoming; Herman 
Mueller, for the Twin Cities interests; R. L. Dillman for the 
railroad commission of South Dakota; H. C. Wilson for the 
Sioux City Chamber of Commerce; C. P. Hoy, for the Fifth and 
Ninth District of Illinois; F. E. Paulson, for the Lehigh 
Portland Cement Company; A. G. Gutheim and E. S. Ballard, for 
the C. Reiss Coal Co. et al., C. R. Hillyer, for the Wisconsin 
Traffic Association; L. E. Gettle, for the Wisconsin Railroad Com- 
mission; Walter McFarland and E. A. Smith, for the Burlington. 

In closing the case for the dock operators, Lyon contended 
that the third section applied to this situation and that the rule 
upon the carriers was the same as it was in the fourth section 
cases; that is they were under the burden of showing dissimilar- 
ity of transportation conditions to justify dissimilarity in rates. 
else the whole power of the Commission to deal with situations 
in which one railroad, independent of all others, might be a 
factor. He said the Commission, in the Western Cement and 


Western Grain cases, had not found it impossible to deal with 
situations similar to this one. 


COAL PRODUCTION REPORT 


“Preliminary estimates of soft coal produced in the week 
ended June 9, indicates a total, including coal coked, lignite, 
and mine fuel, of 10,708,000 net tons, an increase of 617,000 tons 





-over the revised estimates for the week preceding,” the Geologi- 


cal Survey says in its current coal report which follows in part: 


Early returns on car loadings during the week (June 11-16) indi- 


“eate a slight increase in the rate of production and a probable total 


output for the week of 10,800,000 tons, 

Estimates based on railroad shipments place the total output of 
soft coal in May, including lignite and coal choked at the mines, at 
46,076,000 net tons, an increase of 8.2 per cent over the April produc- 
tion and a decrease of 1.6 per cent as compared with the March pro- 
duction. 

According to reports from the Ore and Coal Exchange, a total of 
1,140,561 net tons of soft coal were dumped over Lake Erie piers in 
the week ended June 10, against 1,103,255 tons in the week preceding. 
Of the total dumpings, 1,089,211 tons were cargo coal and 51,350 tons 
were vessel fuel. The cumulative total from the opening of navigation 
to June 10 was 6,841,488 net tons. This is a decrease of 1 per cent 
compared with 1921, but 158 per cent and 173 per cent larger than 
in 1922 and 1920, respectively. 

According to reports courteously furnished by the Collector of 
Customs at Buffalo, shipments of anthracite from that port in the 
week ended June 12 totaled 98,400 net tons, against 84,700 the week 
before. The cumulative shipments this season to June 12, inclusive, 
stand 715,20 tons, of which 272,000 went to United States ports on 
Lake Superior, principally to Duluth and Superior, and 443,620 tons 
to Lake Michigan points, principally Chicago and Milwaukee. In the 
corresponding period of 1922 only 19,500 tons had been moved, but in 
1921 the total to corresponding date was 1,023,000 tons, of which 
397,000 tons went to Lake Superior docks (including Canadian ports) 
and 626,000 to Lake Michigan docks. 

The tonnage of soft coal loaded into vessels at Hampton Roads 
in the week ended June 9 decreased slightly to 320,711 net tons from 
329,088 tons in the week preceding. Oversea coal for export fell off 
to 62,705 tons, whereas the quantity forwarded to New England in- 
creased to 16,522 tons. 

The soft coal moved through North Atlantic ports in May totaled 
3,731,000 net tons as compared with 3,366,000 tons in April, and 
3,315,000 tons in March. Each of the ports shared in the increase. 
The total shipments and the quantity of coal exported in May were 
larger than at any time since the summer of 1921. Coastwise ship- 
ments to New England decreased. 


Cc. & 0. EQUIPMENT 


The Commission has authorized the Chesapeake & Ohio to 
assume obligation and liability in‘respect of $371,000 of Elkhorn 
Piney Coal Mining Co. car trust certificates, series A, in accord- 
ance with an agreement dated March 10, 1922, in connection 
with the procurement of 600 hopper coal cars. 
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PORT OF HOUSTON 


THE DISTRIBUTING AND EXPORT CENTER OF THE SOUTHWEST 


One of the leading 
Cotton Export 
Ports of the U.S.A. 


No Congestions. 
No Delays. 


Reliable steamship 
lines furnishing de- 
pendable and regu- 
lar service from 
Houston to most 
leading Ports. of 
the World. 








Vessel Discharging Coffee at Wharf No. 4 


FOR THESE REASONS AND MANY OTHERS, DIRECT YOUR SHIPMENTS VIA HOUSTON. 
Tariffs and Particulars Mailed on Request. 


DIRECTOR OF THE PORT, ‘Fifth Floor, Court Hoties, Houston, Texas 


PORT maeaetidetriuciact SHIPSIDE WAREHOUSE 


INTERIOR VIEW SHOWING A PART OF COFFEE CARGO 


Seventeen rail- 
roads serve the 
Port of Houston 
and connect with 
thePublicWharves 
thru the Public 
Belt Railway. 


Trunk lines in all 
directions to main 
assembling and dis- © 
tributing points. 


Modern Wharf 
facilities designed 
to give quick serv- 
ice to both ship and 
shippers. 








120,000 SQUARE FEET FLOOR SPACE, concrete construction throughout; three compartments; speinkler: system; 


electric conveyor trucks and stacker; 72 cars, private tracks. 
Quick out bound rail and water service; very low insurance rate. 
MERCHANDISE ACCOUNTS FOR STORAGE AND DISTRIBUTION SOLICITED. 


WE CALL SPECIAL ATTENTION to our facilities for handling, storing and distributing full and part cargoes of 
coffee, sugar, rice, beans, canned goods of all kinds, dried fruits, packing house products, farm implements, 


automobiles and steel products. 


Your shipments to HOUSTON can be financed through our NEGOTIABLE WAREHOUSE RECEIPTS. 
We offer our efficient and reliable service, backed by years of experience in the warehouse business. 


BINYON SHIPSIDE WAREHOUSE CO., INC., HOUSTON, TEXAS 
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BREWERY BUSINESS SLACK 


The Trafic World Washington Bureau 


Because of the decline in tonnage incident to the advent of 
prohibition, the Manufacturers’ Railway, controlled by the An- 
heuser-Busch interests, in No. 14961, Manufacturers’ Railway 
Company vs. Aberdeen & Rockfish et al., haS asked the Com- 
mission to require its connections to increase divisions to it. 
In its complaint it said that since the Commission’s decision in 
Manufacturers’ Railway Company vs. St. Louis, Iron Mountain 
& Southern, 32 I. C. C. 100, by reason of the curtailment of 
brewery operations, its traffic had substantially declined, not- 
withstanding the development of new industries of major im- 
portance at points adjacent to its line and increased volumes 
of traffic from those industries. 

The complainant alleged that by reason of the decline in 
tonnage, the increased cost of materials and supplies essential 
to its common carrier operations, the largely increased cost of 
labor and numerous other considerations necessarily incident 
to its operations and beyond its control, operating expenses had 
increased to such an extent that it was unable to earn a fair 
return upon a fair value of its property held for and used in 
the service of transportation. It said that the percentage of 
interchange loads had increased from 83.94 per cent in 1914-15 
to 90.13 per cent in the year ended December 31, 1921, and that 
the local and intraplant moves had decreased to less than 6 
per cent, the remaining moves being to and from the scales. 

Notwithstanding the facts recited, the complainant said the 
defendant trunk line connections had refused and failed and 
continued in their refusal, to accord to it, by way of appropriate 
absorption provision or otherwise, reasonable divisions of the 
joint rates on freight other than coal, maintained between 
points on the line of the Manufacturers’ Railway and interstate 
destinations. 

The complainant said the allowances to it amounted to only 
1.5 cents per 100 pounds, $5.85 minimum per car, established in 
supplement No. 7 to Leland’s I. C. C. No. 1444, effective July 1, 
1922. It claims that it has been deprived of an equitable divi- 
sion on freight, other than coal, since that date and asks for 
an order directing its connections to make larger allowances to 
it, especially in view of the fact that all its lines, 29.4 miles in 
length, are laid in St. Louis and that undér state, municipal 
and federal laws it is subjected to unusually high expenses and 
maintenance costs. 


COMMISSION ORDERS 


The petition of complainants for rehearing or reargument 
of No. 6194, Holmes & Hallowell Company vs. Great Northern, 
and No. 7895, Traffic Bureau of the Commercial Club of Aber- 
deen, S. D., vs. Great Northern et al., and cases docketed 
therewith, was denied. 

The report in No. 10284, Fort Worth Freight Bureau et al. 
vs. Director-General, Abilene & Southern et al., and No. 12740, 
Beaumont Chamber of Commerce vs. Alexandria & Western 
et al., was modified, on sheets 8 and 11, so as to permit the 
carriers to establish, by August 15, on not less than 15 days’ 
notice, rates not in excess of those found reasonable therein. 

Protestants’ petition for reargument of I. and S. 1712, box 
shooks from Carolina and Virginia points to eastern trunk line 
territory, was denied. 

Petition of the Pennsylvania Railroad, filed in No. 13413, in 
the matter of automatic train-control devices, to extend the 
time for compliance therewith from July 1, 1923, to January 
1, 1924, with respect to the Pennsylvania Railroad System, 
Long Island Railroad and the Norfolk & Western Railway, 
was denied. 

The Director-General’s petition for further hearing in No. 
13136, International Lime Co. vs. Director-General, C. M. & 
St. P., was denied. 

Petition of the Director-General for reconsideration and 
reargument of No. 13880, Armour & Company vs. Director- 
General, was denied. 

Complainant’s petition for reopening, rehearing, reargu- 
ment and reconsideration of No, 13229, Spencer Kellogg & 
Sons, Inc., vs. D. LL. & W. et al., was denied. 

The Central Illinois Coal Traffic Bureau was permitted to 
intervene in No. 14855, The Colorado & New Mexico Coal Oper- 
ators’ Association vs. D. & R. G.-W. et al. 

On petition of complainant, the Commission has reopened 
for further argument No. 12875, Compagnie Auxiliare de Chemins 
de Fer au Bresil vs. D. L. & W.. et al. 

The Frick-Reid Supply Company, the Chas. F. Noble Oil 
and Gas Company and the Phillips Petroleum Company were 
permitted to intervene in No. 14840, Cosden Oil & Gas Company 
vs. Santa Fe et al. 

The Commission has consolidated No. 14880, Dallas Cham- 
ber of Commerce et al. vs. Aberdeen & Rockfish et al., with 
No. 13535, The Corporation Commission of Oklahoma vs. Aber- 
deen & Rockfish et al., for hearing and disposition. 

The Commission has amended the last clause of its certi- 
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ficate issued April 4, 1923, in Finance Docket 2495, Construc- 
tion of line by Kansas City Southern Railway, by changing it 
to read as follows: “Provide, however, that this certificate is 
issued upon the express condition that the construction of said 
line of railroad shall be commenced on or before October, 1, 
1923, and completed on or before September 30, 1924, and that 
the Kansas City Southern Railway Company shall report to the 
Commission in writing within fifteen days thereafter the com- 
mencement and completion, respectively, of such construction.” 

Complainant’s petition for rehearing and reconsideration in 
11747, Melezer Company et al. vs. Arizona Eastern Railroad Co., 
Director-General et al., and 11748, John F. Barker Produce Co. 
et al. vs. Arizona Eastern Railway Co., Director-General et al., 
were denied. 

On petition of complainants the Commission has reopened 
Nos. 9966, Hudson Mule Co. et al. vs. L. & N., Director-General 
et al., 9967, Same vs. L. & N., Director-General et al., and 10090, 
Same vs. Director-General, N. C. & St. L. et al., for further 
hearing on the question of whether complainants paid and bore 
the charges on shipments moving subsequent to May 8, 1919, at 
through rates assailed in excess of the lowest contemporaneous 
aggregate of intermediate rates in order that reparation may be 
awarded on such shipments, if any, to the extent of such excess. 


PETITIONS FOR REHEARING, ETC. 

Contending that the rules prescribed by the Commission 
as to per diem and demurrage will handicap it in its effort to 
earn a fair return, the Manufacturers’ Junction Railway has 
asked a rehearing of the Second Industrial Railways Case, 
docket 4181, in so far as it (the Manufacturers’ Junction) is 
affected. 

The complainant in 11858 and Sub.-No. 1, Crown Willa- 
mette Paper Co. vs. Director-General et al., has asked the Com- 
mission to grant a rehearing therein and to find that the rates 
assailed to Los Angeles were unreasonable to the extent that 
the rates on wood pulp exceeded the commodity rates on pa- 
per; and that the rates to Floriston were unreasonable as to 
the component beyond San Francisco or Oakland to the extent 
that the interstate rate exceeded the intrastate rate. At the 
same time the defendant carriers asked a rehearing and the dis- 
missal of the cases. They also asked oral argument before the 
entire Commission, contending that if the decision is allowed 
to stand it will result in “establishing an anomalous measure 
for the reasonableness of rates, it will overturn all of the 
precedents established by this Commission to the effect that 
low subnormal water compelled rates are not a proper measure 
of reasonableness, and it may ultimately destroy the rate fabric 
of the defendants.” 

Asserting that the Commission’s decision imperiled the 
whole transcontinental rate structure during federal control, 
the Director-General has asked the Commission to grant a re- 
consideration and further hearing in No. 13012, American Trad- 
ing Company et al. vs. Director-General. 

Complainant in No. 12296, International Paper Company vs. 
Director-General, has asked the Commission to grant a reargu- 
ment of that case before the entire Commission. 


The Western Union Telegraph Company has asked leave 
to intervene in valuation docket 329, in the matter of the 
tentative valuation of the properties of the O-W. R. R. & N. 
Co. and Des Chutes Railroad. 


Contending that the Commission’s finding was not predi- 
cated on the evidence, but apparently on the assumption that 
a rate prior to June 25, 1918, should be lower than that sub- 
sequent thereto, the Director-General has asked the Commission 
to grant further consideration or further hearing in No. 12942, 
Diamond Match Company vs. Director-General. 


The complainants in No. 10284, Fort Worth Freight Bureau 
et al. vs. Director-General, Abilene & Southern et al., have asked 
a rehearing of that case and have asked the Commission to pre- 
scribe rates on common brick for distances up to 450 miles and 
to prescribe rates on brick and related articles from Arkansas 
to Oklahoma and Texas. 

The Acme Brick Co., Fort Smith Brick Co., Poteau Brick 
Co. and C, A. Brown & Son have asked the Commission to post- 
pone the effective date of its order in the Memphis-Southwest- 
ern Investigation, Docket 9702, as to rates and bridge tolls on 
brick and related articles, moving between points in Arkansas 
and from. Arkansas to Louisiana and points on the Mississippi 
River. The petitioners asked that if their prayer for reopening 
as to both rates and bridge tolls be denied, that under no Cil- 
cumstances should the prayer for reopening as to bridge tolls 
be denied, because petitioners are daily sustaining damage on 
account of the bridge tolls. 


SOUTHERN RAILWAY EQUIPMENT 
The Southern Railway has asked the Commission to al- 
thorize it to assume obligation and liability in respect of 
$1,300,000 of the 30-year 5 per cent gold bonds of the Greensboro 
(N. C.), Passenger Terminal Co. The money is to be used for 
the construction of a station at Greensboro. 


- @O@a” *.* == 


- 


ve 
he 


di- 
at 
ib- 
on 
12, 


aul 
ed 
re- 
nd 
as 


ck 


st- 
on 
as 
pi 
ng 


ls 
on 


all- 

of 
oro 
for 


June 23, 1923 


























Great Lakes Transit Corporation 


General Office: Great Lakes Transit Corporation Ballding, 223 Erie St, Buffale, N. Y. 
SHERMAN J. SEXTON, 


ale, N.Y. 
R.M.R 


and Treas. 
Buffale, N.Y. 

J. F. CONDON, 
General Passen, 


A 
Bulle, N. 


W.R. wetmiene 
Buffale, N.Y. 
J.F. 


TREBLE, 
rer Balle, N.Y. F. A. STANLEY. re Bedale, N.Y. 


G. _ . 
Vice-President Freight Traffic Manager, eneral Manager and 
_ Buffale, N.Y. Buffalo, N. Y. Generel Wooan. 


FREIGHT SERVICE 


Rates Restored for the Season of 


1923 


New and fast service on Lake Michigan to and from 
the Ports of Chicago and Milwaukee in addition to the 
famed service via Lake Superior. 


Twenty-four (24) modern steamers, fully equipped for 
handling package freight east and westbound comprise 
the finest and swiftest fresh water fleet in the world. 


Package freight capacity Refrigerator freight ca- 
over two million tons. jason yt about forty thou- 
sand tons. 


Through rates are in effect between the Atlantic Sea- 
board, Eastern Basing points, also Lake Ports; and 
Western and Northwestern points, including Chicago, IIl.; 
Milwaukee, Wis.; St. Louis, Mo.; Duluth, Minn.; Minne- 
apolis, St. Paul and points beyond. 


Through rates are also in effect from Youngstown, 0O.; 
Pittsburgh, Pa.; Wheeling, W. Va.; Canton and Akron, 0. 
and points in the same general territory to Duluth, St. 
Paul and related points. 


Under arrangements with connecting rail lines this Cor- 
poration maintains a service via rail-and-lake between 
Eastern points and territory in the West, Southwest and 
Northwest, including Pacific Coast. 


INFORMATION FURNISHED SHIPPERS OR RE- 
CEIVERS ON APPLICATION WILL DISCLOSE A CON- 
SIDERABLE SAVING IN RATES AS COMPARED 
WITH ALL-RAIL. 


In order to secure the benefit of our unexcelled rail-and- 
lake service, combined with the saving in rates, shippers 
should mark their bills of lading plainly, “care Great 
Lakes Transit Corporation.” 


Address F. A. Stanley, Freight Traffic Manager, Great 
Lakes Transit Corporation Building, 228 Erie St., Buffalo, 
N. Y., or any of the agents mentioned below. 


AGENCIES 
Boston, Mass.—539 Old South Building. (ineaten, Wis.—19 West Water Bt. 
P. L. Stuart, New d Agent. Vv. Carbone, General Agent. 
Buffalo, N. Y.—Great Transit Minn Lm, Minn-—1120 Metropolitan 
Corporation Bldg., 223 Erie St. - 


& 
w. J. er, General Agent. Elliott, General 
Chicago, ihn 288 ast North Water St, New York, N. v—200  — 
HB. J. Hogan, General Agent. 
Cleveland, O.—Lake Front, Foot Ninth B. Riddle, Agent. 
Sires, N. W. Phitadetpit Pa.—452 The Bourse. 
General Agent. H. Agent. 
Detrot Mich.—Foot of Cass Street. Pittsburgh, Pa.—1826 Oliver Building. 
General t. L Williama, Agent. 
Duta Williams’ Geneal Western O'll. ‘Meme, Generel Aout 
wie Marie, Mich.—Kemp’s Doek. 


Agent. 
— Pa.—Foot of Holland Street. Washi a Beil 
ow Myers, Agent. 


EB Bryan, General Agent. 
Hougstem Mich.—44 Isle Royale 8t. 
Cc. O. Berglund, General Agent. 





Cruise the Great Lakes this summer on the 
Great Lakes Transit Corporation 


Steel Steamers 
TIONESTA JUNIATA OCTORARA 


‘“‘The World’s Finest Cruise”’ 
Orchestra Dancing 
Ask Anyone Who Has Made the Trip 
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Joint Services with 


Hamburg-American Line 


NEW YORK,TO})HAMBURG 
tRELIANCE +WESTPHALIA July 12 
fHANSA Ju *MOUNT CLAY 
RELIANCE July 
ul TALBERT BALLIN ...July 26 
- ¢Cabin and 3rd Class Passengers. 
¢ Ist, 2nd and 3rd Class Passengers. 
BOSTON TO BREMEN AND HAMBURG 
FURST BULOW (via Baltimore and Norfolk) 
ree (via Baltimore & Norfolk) July 23 © 
ILADELPHIA TO BREMEN AND HAMBURG 
BRASILIA (via Baltimore and Norfolk) 
KERMIT (via Baltimore and Norfolk) 


BALTIMORE TO BREMEN AND HAMBURG 


HESSEN (via Norfolk) 


NEW ORLEANS TO aun A AND HAMBURG 
WESTERWALD Last Half of July 
ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 

PORTS TO NORTHERN EUROPEAN PORTS 
Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports 


General Offices: 39 BROADWAY, New York 
WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street Phone Wabash 4891 
BRANCH OFFICE: meena ae Casualty Tower Bldg. 


BOSTON Assedideig arene 8. 8S. Co., 40 Central Street 
American-Hawaiian 8. 8. 


Ha 
GENERAL PACIFIC COAST AGENTS: 
SAN FRANCISCO +. Williams, Dimond & Co., 310 Sanseme St. 









AMERICAN-HAWAIIAN S.§. Co. 


Intercoastal Services 


To Los Angeles, San Francisco, Portland, 
Seattle and Tacoma 


NEW YORK—WEEKLY 







BOSTON—WEEKLY 


Ce eeeereeses 

seececee en PREF DP #£+é\YVSERUENEAN 2. nce eeee 
coreeeree ey £6 £&##WEAISSUURIAN ....0008% 
eeccecesr eee e ee PMY £59 +#£%—GPREIUAN ccc scccessceese 



















err MINNESOTAN ........Jul 
PENNSYLVANIAN ....July 28 
PHILADELPHIA 
GEORGIAN BALTIMORE 


eee eeereeees 
ee eee eens 


ete eeeeee 
eeesenreeses 


ee ey 


SAVANNAH 
NEBRASKAN ......... July 24 GEORGIAN ........... July 11 





pswinEW ORLEANS 
5344 0 bse 063 June 26 
SPT Pease wep? pt WO PUUNNE sists acs c. ves fJuly 15 


(tLast Sailing) 


Through bills of lading, via Los Angeles te San Diego, via San 
Franciseo te Oakland, 8S m, Sacramento, Cal.; and te Hone- 
lulu, Hile, Kahului and Port Allen, Hawaiian Islands. 


General Offices: 8 BRIDGE ST., New York 


BRANCH OFFICES: 
'ON..... 40 Central Street PITTSBURGH...... Oliver Bidg. 
.-Beurse Bldg. ROCHESTER... f° 


AGENTS: 


POSSE SHTESSESESSEEESE SHEET ETESTHSHS EOE ESET 
COSHH SESE EEE TES HEEET ESE EES 


GENERAL PACIFIC COAST AGENTS: 
Williams, Dimond & Co., 310 Sansome St., San Francisco 
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STRIKE DELIVERY CASES 


The Trafic World Washington Burcau 


The question of what penalty a carrier incurs, if any, when 
it makes delivery short of billed destination, by reason of its 
inability to make delivery at the billed destination due to strikes 
among its employes, on account of the dismissal recommended 
by the examiner in his report on No. 13120, National League 
of Commission Merchants of the United States et al. vs. Penn- 
sylvania et al., is attracting more than an unusual amount of 
attention. The briefs, exceptions and replies to exceptions in 
that and the closely akin case of Florida Citrus Exchange et 
al. vs. Pennsylvania et al., are in more than customary demand, 
presumably because the recommendation is contrary, to the de- 
cision the Commission made in a case in which the Pennsyl- 
vania was willing to make reparation when it could not make 
delivery, to the extent of the cartage costs. 

In a reply by the defendants to the exceptions of the com- 


plainants in the first mentioned case, William Meade Filetcher,, 


Jr., Parker MecCollester, M. B. Pierce, A. H. Elder and Henry 
Wolf Bikle, take the position that the complainants introduced 
no evidence showing or tending to show that the defendants 
in any way failed properly to perform their duties. Continuing, 
they said: 


On the contrary, all the evidence introduced at the hearing 
showed that the record of the defendants in the face of the difficulties 
caused by the strikes of the marine and terminal workers was 
meritorious. Every effort was made to fill the strikers’ places; ‘men 
from the various offices of the defendants and even the public volun- 
teered to take the places vacated by the strikers; the coast was 
scoured as far as Maine in order to secure licensed pilots. 

The complainants’ contention that the defendants failed in their 
duty to make every reasonable effort to deliver in New York City 


seems to be founded on the fact that the defendants did. not hire 


truckmen to cart the shipments into New York City. It is difficult 
to see on what theory this argument of the complainants is based. 
The complainants have nowhere contended that these shipments 
would not eventually have been delivered in New York City by the 
defendants, if such delivery had not been prevented by reason of the 
complainants taking delivery of the shipments at points short of the 
billed destination. It is true that the deliveries would have been 
delayed, but it is well settled that a carrier is not liable for delay 
except where the delay is caused by the carrier’s negligence, 

The delay in this case resulted from a strike of certain of the 
defendants’ employes, and these strikes resulted, not from any de- 
mands made by the strikers, or any refusals by the defendants of 
any demands, but as a protest against a prospective decision of the 
Labor Board. It cannot contended, therefore, that the strikes were 
occasioned by any negligence on the part of the defendants, and the 


record shows that during the period when.the. strike was effective . 


no negligence on the part of the defendants contributed to the 
transportation difficulties. j 


The argument of the complainants would seem to be that the com- 


plainants should have received an_allowance from the defendants for - 


trucking. these shipments to New York City. This argument is based 
on a misinterpretation of Section 15 of the Interstate Commerce Act. 
That section does not authorize the Commission to require a payment, 
but only to prevent excessive payments by prescribing a maximum 
which the carrier may pay. See Cambria Steel Co. vs. Director Gen- 
era, 64 I. C. C. 787 (1921), and cases there cited. 


In their argument under Exception No. 1, the complaints en- 
deavored to introduce equitable principles to bolster up their case, as 
is ‘shown by their assertion as to what it would have been ‘‘just’’ for 
the defendants to have done.. The- complainants state that ‘the 
defendants left the problem of supplying New York with food to the 
dconsignees.”’ This statement ignores the fact that the defendants 
did everything in their power to transport these shipments to New 
York, and that the defendants did not declare embargoes because 
they were anxious to protect the New York food supply. The cir- 
cumstances would certainly have justified the defendants in declaring 
a permanent embargo, and if the defendants had not chosen, instead, 
to have helped out in supplying New York with food they could have 


declared an absolute embargo and this complaint would never have 
been brought. 


On page 3, the complainants assert that ‘‘they [the carriers] sat 
back and placed the burden of meeting the emergency on the shoul- 
ders of the public, a practice which is too frequently indulged in 
quarrels between carriers and their employes.’’ The most charitable 
eomment that can be made as to this contention of the complainants 


is that there is nothing whatsoever in the evidence to warrant it. The: 


strikes in this case were not the result of any disputes between the 
earriers and their employes, but were made in protest of a decision 
of the Labor Board. Since the strikes were not ‘caused by any dis- 


putes between the strikers and the defendants, but were made in: 
protest against a decision by the Labor Board, to even intimate that’ 


these strikes were “quarrels between the carriers and their em- 
ployes’”’ is preposterous. The Labor Board does not represent the 
earriers, but represents the public. 


The complainants emphasize. the fact that the defendant, The 
Pennsylvania Railroad Co., received “not only the line haul rate 
to New York, but also the ferry arges which complainants’ 
truckmen were compelled to pay.” The answer is plain: if the com- 
plainants had not chosen to take delivery short ofthe billed desti- 
nation, the shipments would have been delivered in New York: by the 
defendants. he rates charged were the rates applicable to the 
points where deliveries were made, and the mere fact that these rates 
are the same as the rates to New York does not result in any “finding 
that the complainants have been charged twice for the same service. 

On page 3 of their exceptions the complainants state that the 
defendants “told them they would have to come and get the ship- 


ments’ if they wanted them within a reasonable time.’’ No evidence. 


was offered at the hearing to support such a statement, but on the 
contrary, all the evidence showed that the taking of delivery short 


part. 


of the billed destination by the consignees was voluntary’ on* their. 


In distinguishing ,between this case and the decision in a 


ease brought by the same organization against the Pennsylvania, 


nreported Opinions A-313, in which the Commission awarded’ 


réparation, the attorneys for the carriers said: : 
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The distinction is obvious between a case where a carrier instead 
of making delivery at the billed destination requires the consignee to 
take delivery short of the billed destination, promising to pay *the 
necessary \cartage charges, and a case where the carrier is prevented 
from m ng delivery at the billed destination by the action of the 
consignee who, voluntarily and for his own convenience, takes deliv- 
ery at.a point short of the billed destination. In the. first situation 
the fact that delivery is taken short of the billed destination is 
occasioned by the act of the carrier in requiring the consignee to take 
delivery at that point; in the second situation the fact that delivery 
is taken short of the billed destination is occasioned by the act of the 
consignee, who by taking delivery at that point waives delivery at the 
billed destination. The action of the consignee in voluntarily takiny 
delivery short of the billed destination discharges the carrier from 
any obligation to make delivery at the billed destination. 


RAILWAY. WAGE DISPUTES 


The Santa Fe and its signalmen have filed a dispute with 
the Labor Board in which the employes are asking new rates 
which vary from one dollar an hour for foremen and ninety 
cents for signalmen to seventy cents for assistants and sixty 
cents for helpers, with increases of two cents an hour for each 
six months of accumulated service. 

President Fijozdal, of the Brotherhood of Maintenance of 
Way Employes and Railway Shop Laborers, has asked the La- 
bor Board for permission to withdraw a dispute on the part of 
employes of the Pittsburg and Shamut, owing to the fact that it 
was not filed by a bona fide representative of. the union. 

The Boston and Albany has advised the Labor Board of an 
increase in pay granted to 2,200 men in its clerical and station 
forces. The increases range from one to three cents an hour 
and represent an annual total of $118,000. They become effec- 
tive July 1, 1923. Representatives of the unions have requested 
the withdrawal of a dispute covering these employees which 
they had filed with the board. 

Clerical employees of the Chicago and Western Indiana have 
filed a dispute in which they are asking for increases ranging 
from nine to fourteen cents an hour. 

A dispute which asks for practically the same increases has 
also been filed by the clerical employees of the Kansas City 
Terminal Railway. ” 

The Ship Island Railroad has notified the board of a settle 
ment of the dispute with its maintenance of way employees the 
details of which have not yet been revealed. 

In a decision adjusting working rules for train dispatchers 
the Labor Board has ruled that chief dispatchers are executive 
officers and do not come within the scope of the ‘board’s 
rulings. Seven national holidays are named on whith dis- 
patchers shall be relieved or shall receive compensation in the 
event they take the holiday at other times. A rule requesting 
pay for time lost due to sickness was denied. 


LUMBER MOVEMENT STEADY 


The lumber movement for the week ended June 16 was 
slightly larger than for the preceding week, as indicated by 
production and shipments, and substantially larger as regards 
new business, according to reports from 395 of the larger saw- 
mills of the country affiliated with nine different: regional asso- 
ciations, says the weekly statement of the National Lumber 
Manufacturers’ Association. As compared with the correspond- 
ing week of 1922, there was an increase of about 15 per cent 
in production, a slight falling off in shipments and a decrease 
of about 11 per cent in new business. 

For all of the reporting mills, 395 in number, as compared 
with 418 for the preceding week, the lumber movement for 
last week, the corresponding week in 1922 and the preceding 
week in 1923 is as follows: : 


Preceding 

Corresponding week, 1923 

Last week. week, 1922. (revised). 

a a ca a he 395 394 418 
IEEE bois poses > anna pew 249,196,007 240,312,093 276,079,835 
GMPAGHUE.., oie «19:4 5-0 scabies o >» 245,554,819 251,531,568 244,722,575 
PIO. 5% occnpde ove oc ccaabee 203,029,323 227,676,093 192,180,245 


For all of these mils shipments were 88 per cent and orders 73 
per cent of production, while for the southern pine mills the per- 
@ntages were 90 and 83, respectively, and for west coast mills 100 
an 4 
, All but 43 of the reporting mills have an established figure of 
normal production for the week. according to which actual production 
a a per cent; shipments 100 per cent of the same and orders 84 

r cent. 

The following figures compare the lumber movement for the first 

twenty-four weeks of 1923 with the same period of 1922 


. 
. 


Production. ~ Shipments. Orders. 

eS eee ee 5,799,298,733 6,178,192,359 6,141, 213,093 
D228 . sicsijch onterae Bey eRe 4,800,327,194 4,892,986,724 5,344,182,142 
1923, increase ......... 988,971,539 1,285,255,635 797,030,951 





WESTERN MARYLAND'S. EQUIPMENTS 


The Western Maryland has applied to the Commission for 


authority to assume obligation and liability in respect of $1,500,- 
000 of 6 per’ cent equipment trust certificates to be‘ issued by 


the Bank of North America & 'Trust’/Company and to be sold: 
to J. S. Wilson, Jr., & Co. of Baltimore at 95.875, in connection: 


with the acquisition of 2,000 rebuilt Stéél hopper Coal ears. 
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From coast to coast— 
through 


ORFOLK 


ON HAMPTON ROADS 



























insures quickest movement, with greatest pos- 
sible radius of distribution from shipside to 
the interior. 


superior steamship service, which has so firmly established Nor- 

folk’s prestige in overseas commerce, has also made this port a 
powerful factor in the movement of traffic between the Atlantic and the 
Pacific coasts through the Panama Canal. 


IT HAT combination of low rail rates to and from the interior, and 


Four great steamship lines offer regular service between Norfolk and 
Pacific coast ports of the United States, with from seven:to ten sailings 
monthly. Eight trunk line railroads connect this port with the vast con- 
suming and producing areas of the Northwest, Middle West, South and 
Southeast. 


An exceptional rail rate situation permits of the movement of traffic 
between Pacific ports and interior eastern points as far west as the 
Mississippi river in many instances, through Norfolk, on a combined rail 
and water rate materially less than the transcontinental all-rail rate. The 
resulting saving in freight money is often sufficient to constitute a sub- 
stantial profit to the manufacturer or distributor. 


For instance, Detroit and Chicago manufacturers have demonstrated 
that by routing their traffic for Pacific coast ports through Norfolk, they 
are able to effect very material savings. 


Sailings from Norfolk to Pacific ports of the United States are offered 
by the Pacific Mail Steamship Company, the Garland Line, the Dollar Line 
and the Commercial Steamship Company. 


These lines operate on a definite, dependable schedule, and any addi- 
tional service that is justified by the business offering is assured at all 
times. 


For Information,’ Write 


NORFOLK PORT COMMISSION 


NORFOLK, VIRGINIA 


Route Your Shipments Through the 


‘*Port of Quick Dispatch and Economical Handling’’ 
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Personal Notes 


Following the death of F. E. Connors, the offices of oper- 
ating vice-president and traffic vice-president of the Spokane & 
Eastern and the Inland Empire Railroad have been consolidated 
and are occupied by Waldo G. Paine, with the title of vice-presi- 
dent, with headquarters at Spokane. W. P. Johnston has been 
appointed assistant general freight and passenger agent. 

J. L. Hogan has been appointed general agent for the Texas 
& Pacific, with headquarters at New Orleans, following the 
promotion of H. A. Lowery 

John B. Rayn has been promoted to assistant general freight 
agent for the C. R. I. & P., with headquarters at Des Moines. 

The United American Lines have elected Emil Lederer vice- 
president in charge of passenger traffic and C. J. Beck vice- 
president in charge of freight traffic. 

The Colorado Manufacturers’ and Merchants’ Association 
has recently organized a traffic department and employed Mont- 
gomery and Hopkins, of Denver, as traffic commissioners. 

J. B. Shores has been appointed traveling freight and pas- 
senger agent for the Texas & Pacific, with office at Atlanta. 

J. L. Meyers has been appointed city freight service agent 
for the Louisville & Nashville at Birmingham, vice O. T. Riggle, 
who resigned. The cancellation of the appointment of C.-C. 
Day to this position has been announced, as has the cancella- 
tion of the appointment of J. S. Dailey as traveling freight 
service agent at Montgomery. 

The transportation department of the General Electric Com- 
pany of Schenectady is to be known hereafter as the traffic 
department. M. C. FitzGerald, who held the title of manager 
of transportation, will be known as traffic manager. 

L. J. Sickel has been appointed general freight agent for 
the Missouri Pacific at St. Louis, where F. B. Clark has been 
named assistant general freight agent. 

H. E. Taylor has been appointed coal agent for the Missouri 
Pacific, with headquarters at St. Louis. 

W. H. Rabe has been appointed division freight agent of 
the Missouri Pacific, following the death of J. J. Eddy, June 
12. Mr. Eddy had served the Missouri Pacific for 32 years. 


DOINGS OF THE TRAFFIC CLUBS 


The San Antonio Traffic Club voted to continue its monthly 
meetings through the summer at the regular meeting of June 
13. The meeting was followed by entertainment and several 
short talks by the San Antonio city officials. 





The Traffic Club of Dallas will continue its semi-monthly 
luncheons through the summer. At the meeting June 9 a re- 
port was heard from the club’s delegates to the Indianapolis 
convention and special committees appointed to take up the 
problems acted on by the national body. 





The Traffic Club of Augusta (Ga.) held its annual election 
June 13. R. B. Arthur, of the Southern Railway, was elected 
president; J. E. Murphy, vice-president; W. H. Purvis, second 
vice-president; and E. R. Johnson, of the Augusta-Aiken Rail- 
way, secretary-treasurer. 


The Toledo Transportation Club received the report of its 
delegate to the national convention at a meeting June 2. A 
short talk was also made by R. W. Edwards, district manager 
of the car service division of the American Railway Association. 
The annual picnic of the club was held at Put-in-Bay June 23. 





The Border Cities’ Traffic Club has announced its newly 
elected officers as follows: President, W. R. Burgin, traffic 
manager, Ford Motor Company; vice-president, D. J. Bourke, of 
the Great Lakes Transportation Company; secretary-treasurer, 
J. L. Wallace, traffic manager for the Fisher Body Company of 
Canada. 

The Traffic Club of New England will hold its annual out- 
ing at the Club house and athletic grounds of the United Shoe 
Machinery Corporation at Beverly, Mass., June 26. Prizes are 
to be awarded for golf, track events, tennis and quoits. A band 
concert and dinner has been arranged for the evening. 





The Oil City-Franklin Traffic Club will hold its second an- 
nual outing at the Rockwood Club July 12. 





The Marion (Ohio) Traffic Club will hold its first annual out- 
ing at Garfield Park July 11. A program of athletic events, to 
be followed by a concert, has been arranged and the public is 
invited to witness the sport. The officers of the club are: 
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Ross, secretary; and C. E. Sargent, treasurer. 





The Traffic Club of Kansas City held a meeting June 21, at 
which the club was addressed by Capt. J. Milton State on 
“Trailing the Hudson Bay Posts.” 





The Toledo Transportation Club held its annual outing at 
Put-in-Bay June 23. The program included band concerts and 
a balloon ascension, as well as sports and a basket picnic. 
There was a baseball game between the shippers and the rail- 
road men. 





The Milwaukee Traffic Club has called a business meeting 
to be held at Hotel Pfister the evening of June 25. The action 
of the national association is to be discussed. 





The Traffic Club of Cleveland held its election of officers 
at its outing at Nela Park June 18. Athletic events were a 
feature of the outing, which was attended by several members 
of the Akron club. The new officers are as follows: President, 
Frank P. Barr, general traffic manager, the Wheeling & Lake 
Erie Railway Company; first vice-president, A. Z. Baker, traffic 
manager, the Cleveland Provision Company; second vice-presi- 
dent, H. R. Rogers, traffic manager, the Cleveland & Buffalo 
Transit Company; secretary, R. A. Morman, secretary, the Doyle 
& Waltz Printing Company; treasurer, M. B. Schoeneweg, traffic 
manager, the Bourne-Fuller Company. 


INTERLOCKING DIRECTORATES, ETC. 


Paul Sippel, James J. Tippin, and Robert Edward Milling, 
were authorized to hold positions with the Louisiana Railway 
& Navigation Co. of Texas and the Louisiana Railway & Navi- 
gation Co. 

The Commission permitted George H. Eaton to hold posi- 
tions with the Bridgton & Saco River Railroad, Maine Central, 
Portland Terminal Company, and Sandy River & Rangeley 
Lakes Railroad. 

Gordon L. Whipple was authorized to hold positions with 
the Los Angeles & Salt Lake Railroad, Oregon Short Line, and 
other roads. 

Harry C. Oliver was authorized to hold positions with the 
Manufacturers’ Railway, Toledo, Columbus & Ohio River Rail- 
road, and many other roads. 

The Commission has authorized Edwin Albert Staman to 
hold the position of director of the Louisiana Railway & Navi- 
gation Co. and the Louisiana Railway & Navigation Co. of 
Texas. 

Ralph N. Begien was permitted to retain the positions of 
vice-president of the Chesapeake & Ohio and the Hocking Val- 
ley, respectively. 

William Edenborn was permitted to hold the positions of 
president and director of the Louisiana Railway & Navigation 
Company and the Louisiana Railway & Navigation Company of 
Texas. i 

J. J. Nelligan has been authorized by the Commission to hold 
the position of assistant secretary of the Charleston & Western 


Carolina Railway Company in addition to positions previously 
authorized. 


Mortimer L. Harris has been authorized by the Commission 
to hold the position of general passenger agent of the Bridgton 
& Saco River Railroad Company in addition to positions previ- 
ously authorized. 

The Commission has authorized J. B. Kirby to hold the posi- 
tion of assistant treasurer of the Charleston & Western Carolina 
Railway Company in addition to positions now held. 

Ralph ©. Kann has been authorized by the Commission to 
hold the position of director of the Greenwich & Johnsonville 
Railway Company and the Chateaugay & Lake Placid Railway 
Company in addition to position previously authorized. 

The Commission has authorized Harry E. Paisley to hold 
the position of treasurer of the Peoples Railway Company in 
addition to positions previously authorized. 


D. & H. ATTACKS VALUATION 


In what is believed to be the first action of its kind, the 
Delaware & Hudson and subsidiaries have brought a suit in 
equity in the district court of the United States for the south- 
ern district of New York seeking to have the Commission en- 
joined from using its tentative valuation of the properties of 
the Delaware & Hudson as the basis for a final valuation. The 
companies allege that the tentative valuation is faulty be 
cause, among other things, the Commission did not report the 
original cost to date or give an analysis of methods as re 
quired by the valuation act. The effect of the action, if the 
injunction is granted, will be to delay the valuation of the 
D. & H. properties, because the Commission then could not g0 
ahead with the valuation on the basis of the tentative valua- 
tion report. 
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WACO, TEXAS THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block en Mary at 13th Street 





TOLEDO, OHIO 








928-930 GEORGE STREET 
TOLEDO, OHIO 
STORAGE OF MERCHANDISE 
Special Attention to Pool Car Distribution 





USE US TO: Forward Break-B ie Stpmnenens = 
Local Distribution; Collect Drafts; Handle Pool Cars 
Advance en Warehouse Receipts. 


We're up on our toes for serviee. 


THE BRIGHTON TRANSFER CO. 
FIREPROOF STORAGE 













CONTINENTAL WAREHOUSE COMPANY 


416-434 West 12th Place, Chicago, Ill. 
Sprinkled Warehouses in the heart of the 
Freight Terminal District. 


Merchandise Storage and Pool Car 


gcnsattexce: Distribution 


CAPACITY 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY,. MO. 


ALBANY, N.Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 









Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


Fook. CARS 


RECEIVED, CHECKED, DISTRIBUTED 
RESHIPPED IN LESS THAN CAR LOTS 


PITTSBURGH DISTRIBUTING CO. 


601 ae Ruling, PITTSBURGH, PA. 
Eetablished 1 Phone 1574 Smithfield. 














TRENTON, N. J. 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association. 
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The Toledo Terminal Warehouse Co. 


Break-Bulk at Cincinnati 


CINCINNATI, OHIO 


2,000 CAR LOAD 





Petry Express & Storage Co. Ine. 


MERCHANDISE STORAGE WAREHOUSES 





The Act to Regulate Commerce 


arranged in loose leaf form to show ata 
glance every amendment or change since 
the original act of 1887. 


Invaluable to lawyers and traffic managers 
engaged in Interstate Commerce practice, 
saving many hours of research work. Send 
$10 with order. Satisfaction guaranteed 
or money promptly refunded. 


SIMPLEX INDEX SYSTEM, Inc. 
900 Twentieth Street, N. W. Washington, D. C. 


INLAND MARINE CORPORATION 


Low All-Water tor Freight Rates 
The New York State Barge Canal Route 


New York Harbor Points 


Buffalo, N. Y. Detroit, Mich. 
Cleveland, Ohio Duluth, Minn. " 
Chicago, ill. Minneapolis, Minn. St. Louis, Mo. 
and 
Points in the Same Rate Territories 
COMPANY’S OFFICES 


NEW YORK CITY, 15 Moore St. . . « « 5 Green 3516-9 
BUFFALO, N. Y-. 522 nae a en Tel. Seneca 8203 
MINNEAPOLIS, 20 Build Tel. Atlantic 0596 


S. W. BULLOCK, President Officers: M. R. GALVIN, V.-Pres. and 
15 Meere St., New York City 522 Ellicett Sq. "Bldg. Buffale, NY Y. 


BULLOCK & GALVIN, INC. 


Operating Managers 
‘Canal and Lake Transportation 


Our organization provides you with every necessary 
Operating and Traffic Service, including Vessel 
Maintenance and Repair, Insurance, Customs En- 
trees and Claim Adjustments. 


General Offices: 15 Moore St., New York 


Gen. F New Yerk 
+» Buffale 
western ” 
chan i 


om Meats Agua, You tals 





Consider our facilities for handling 
your shipments to and from 


CALIFORNIA 


Full information and 
Descriptive Pamphlets mailed on request 
PUBLIC WAREHOUSES AND DOCKS 
SAN FRANCISCO, SACRAMENTO AND STOCKTON 


Associated Terminals, 


General Offices: 324 Sansome Street, San Francisco 


GENERAL STORAGE 


POOL CARS 


DISTRIBUTION 
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A. R. A. PROGRESS REPORT - 


The Trafic World Washington Bureau 


In a@ report on the progress made to provide adequate. 


transportation service in 1923 the car service division gave 
results accomplished in the period from April 15 to June 1. 
The report said total cars of revenue freight loaded for the 22 


weeks to June 2, inclusive, showed a consistent increase above 


the estimated figures as well as far in excess of the total for 
the same periods of the previous years for which the division 
had records. The total number of cars loaded for the period 
was 19,967,813 as compared with 16,506,236 in 1922, 15,571,784 
in 1921, and 17,820,887 in 1920. 


New freight cars put in service from January 1 to June 1 
New: 


totaled 65,660 and 107,079 cars were on order June 1. 
locomotives put in service in the same period totaled 1,697 
and the number on order June 1 was 2,041. 

On January 1, all freight cars awaiting repairs totaled 216,- 
011 or 9.5 per cent, while on June 1 the total was 211,766 or 
9.4 per cent. 

Locomotives awaiting ‘Sahiba totaled 15,549 or 24.1 per cent 
as of January 1, while on June 1 the total was 12,683 or 19.9 per 
cent. 

As to railroad fuel stocks, the report showed the. following: 
January 1—Tons in cars, 2,443,460; in stock piles, 4,313,426 
tons; total, 6,756,886 tons. 

June i1—Tons in cars, 2,556,307; 


in stock piles, 5,880,373 
tons; total, 8,434,680 tons. 


Tons per car averaged; 29 in January and 27.8 in April, and 
miles per car per day averaged 25.8 in January and 27.9 in 


April, 


REVENUE FREIGHT LOADING 


Million-a-week figures for car loading were again attained’ 
after the slump incident to Memorial Day in the week ended 


June 9. The weekly report of the car service division, American 


Railway Association, showed the total for that week to have: 


been 1,013,249 cars. That figure has been exceeded only three 
times in the history of the country and is within a fraction of 


the high mark made in the week ended October 13, 1920, when. 


the loading reached 1,018,539. The other two high marks were 


made in the week ended October 27, 1922, when 1,014,480 cars 


were loaded, and in the week of May 26, 1923, when loading 
totaled 1,014,029 cars. Loading in the week of June 9 in 1922 
amounted to 836,308 and on the same date in 1921, 787,283. 

Loading for the week ended June 9 and in the correspond- 
ing: week of 1922 was as follows: 


Eastern district: Grain and grain products, 7,399 and 8,964; 
stock, 2,938 and 3,087; coal, 56,252. and os; coke, 3,832 and 1,482; 
forest products, 6,738 and 5,785; ore, 8,475 and d 3,354: merchandise, 

Cc. L., 67,910 and 70,605; migcellaneous, 98,321 and 47,654; total, 
1528: 251, 885; 1922, 188, 589, and 1921, 194,648. 

‘Allegheny district: Grain and grain products, 2,492 and 2,858; live 
stock, 2,518 and 2,438; coal, 60,691 and 16,724; coke, 7,601 and 4,652; 
forest protec), 3,919 and 6,064; ore, 14, 524 and 6,966; merchandise, 
ae ©. 49,331 and 51,375; > ace iy 84,971 and 72,615; total, 
1923, 23g, 047; 1922, 160, 522, and 1921, 166,180. 

Pocahontas district: ‘Grain and grain products, 159 and 217; live 


live 


stock, 176 and 158; coal, 27,518 and 31,002; coke, 501 — mg? forest 
products, 2,159 and 1,441; ore, 208 and a 27; merchandise, Cc. , 6,296 
and 6,465; miscellaneous, 4,909 and 4,178; total, 1923, ak a86,” 1922, 


43,721, and 1921, 35,083 

Southern district: Grain and grain products, 3,441 and 3,317; live 
stock, 2,290 and 2,390; coal, 20,156 and 25,356; coke, 1,382 and 1775; 
forest products, 22, 811 and 19, 213; ore, 1,442 and 1,195; merchandise 


L. 585 and 37,570; miscellaneous, 43,505 and. 49,547; total, 
is2a 132, 2 ba 1922, 129, 363, and 1921, 110,152. 


orthwestern’ district: Grain and grain products, 9,219 and 10,397; 
live stock, 9,523 and 8,037; coal, 7;840 and 7,329; coke, 934 and 1,476; 
ror products, 20,417 ‘and 16, 813; ore, 47,863 and 32, 043; merchandise, 


c. 31,019 and 29,325; miscellaneous, 49,145 ‘and 37,534; total. 
Toes 165° 960; 1922, 142,954, and 1921, »790 


Central ‘Western ‘district: a. a grain products, 8,202 and 
10,509; live stock, 12,237 and 11,265; coal, 13,950 and 4,248: coke, 428 
and 229; ans products, 12,567 and 7, 135; ore, 3,069 and i, 893;. mer- 


chandise, L. C. , 35,861 and 36,364; miscellaneous, 52,247 and ‘47, 137; 
total, 1923, 138, Bai: 1932, 118,260, and 1921, 107,692. 

Southwestern ‘district: Grain and grain products, 3,478 and 3,805; 
live stock, 3,091 and 2,178; coal, 3,742 and 2,336; coke, 126 and 141; 
Sab ¥ products, 7,949 and a, 156; ore, 511 and, 617; merchandise, LC 


L., 14,764. and 14,337; miscellaneous, 22,947 and 22,229: total, 1923, 
56408: 1922, 52,799, and 1921, 57,738. 


Total, all ‘roads: Grain and grain products, 39,977 and 40,940; live 
stock, 29,553 and 28,971; coal, 94,673 and 161,898; coke, 8,973 and 4, 884; 
forest products, 60, 607 and 51,029; ore, 45, 495 and 29, 909: merchandise, 
L. C. L., 246, 041 and 216, 585; “miscellaneous, 310,889 ‘and 253,067; total, 
1923, 1 ,013,249; 1922, 836,208, and 1921, 787,083. 


FREIGHT CAR PERFORMANCE 


In a condensed summary of freight car performance and 
equipment condition on class I roads, by months in the five 
years 1919-23, prepared by the Bureau of Railway Economics, 
the figures show that in April of this year the freight car-miles 
per car day were 28, compared with 21:8 in April, 1922; 2.06 in 
1921; 19.5 in 1920, and 21, in April, 1919. 

The tons per car, of revenue and non-revenue freight were 
27.6 in April of this year compared with 24:4 in 1922; 26.6 in 
1920, and 27.3 in 1919. 


The percentage loaded to total freight car-miles was 65.7 
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in April of this year; 65.7 in April, 1922; 63.9 in April, 1921; 71.1 
in April, 1920, and-68.1 in April, 1919. 
' The percentage of unserviceable freight cars in April this 
me om ten 8.8; last year 13. 6; in April, 1921, 12.3; in 1920, 6. 5, and 
in 9 

The pesehtige of unserviceable “idcbnictived: both freight 
and passenger in April of this year was 23.6; in 1922, 23.2; in 
1921, 23.9; in 1920, 26.2, and in 1919, 27.5. 


FREIGHT CAR PERFORMANCE 


“Freight car performance statistics just compiled for April 
by the Bureau of Railway Economics show that the average 
daily movement per freight car during that month was the 
greatest for any month since the fall of 1920 when freight 


traffic was especially heavy,” says a statement by the Bureau, 
which continues as follows: 


The daily average for the month was 28 miles which also was 
higher than the average for any April since tabulations of these sta- 
tistics began in 1917. The average for April was an increase of one 
mile over that for March. It also was an increase of 6 7-10 miles 
over the average for April last year and 7 4-10 miles over the aver- 
age for the same month in 1921. 


Every increase of one mile in the average movement of a freight 
car-is equivalent to the addition of 100,000 freight cars to the country’s 
transportation facilities without any increase to capital expenditures 


so that the increase for April over March this year is equivalent 
to the addition of 100,000 cars. 


In computing this average movement. per day accotint is taken of 
all freight cars including those loaded, those in the process of being 
loaded, and also those on side tracks, either awaiting repair or 
for which no load is immediately available. 

Under the program unanimously adopted by the carriers at a 
meeting in New York in April the daily average movement per car is 
to be increased to 30 for the entire country. 

Compilations made by the Bureau of Railway Economics show 
that the average load per car in April was 27.6 tons. This was three- 
tenths of a ton less than the average for March, but was an increase 
of 31-5 tons over the average for April last year. Except for April, 
1918,. when..the average was 29.8 tons, and April, 1920, when it was 
28.6 tons, the average for April this year was the heaviest for any 
April since tabulations of these records began in 1917. 

The program adopted by the railraods also calls for the loading of 
all freight cars to maximum capacity in an effort to bring the average 
loading to 30‘tons per car for the entire - memereg 


CAR SURPLUS AND SHORTAGE 

In the week June 1 to 7 the average daily car shortage, ac- 
cording to the reports to the car service division of the American 
Railway Association, was 12,927, compared with 16,277 in the 
preceding period, while the average daily surplus was 41,106, 
compared with 32,443 in the preceding week. 

The surplus was made up as follows: Total box, 20,311; flat, 
498; coal, 3,528; coke, 35; stock, 5,463; refrigerator, 10,671; 
tanks, none; miscellaneous, 600. 

The shortage was made up as follows: Total box, 1,761; flat, 
1,964; coal, 8,926; coke, 79; stock, .79; tanks, 100; and miscel- 
laneous, 9. 

Canadian railroads reported a shortage of 375 flat cars. 


NORTHERN PACIFIC BRANCH 


The Commission has authorized the Northern Pacific to 
construct-a branch line in Rosebud county, Montana, about 
thirty miles long, the branch leaving the main line six miles 
west of Forsyth, at an estimated cost of $1,493,310. No securi- 
ties will be issued specifically for the money needed in the 
construction of this branch. The money will be taken from the 
realizations from refunding and improvement mortgage bonds 
heretofore authorized. 

The primary purpose is to enable the Northern Pacific to 
obtain fuel from its own coal mines in the Rosebud field, which, 
according to the Commission’s report, has not been commer- 
cially tapped heretofore. The railroad, in its application, said 
it had tested the outcrop of coal in that field and the result 
was that its tracings showed coal under an area of 946 square 
miles, the seam at points being 28 feet thick and. estimated to 
contain 11,500,000,000 tons. It said the indications were that 
the field was much greater than the tracings showed. 

No new traffic, the railroad company said, would be devel- 
oped by the branch line, although some of the territory traversed 
by it was used in growing hay. ‘The Commission said that that 
declaration would probably not be quite accurate, because, if 
the company obtained its fuel from that new field, the coal it 
had been buying from other fields would be released for com- 
mercial purposes and thus the tonnage of the Northern Pacific, 
to that extent, would be increased. 


READING EQUIPMENT TRUST 


The Reading Company has applied to the Commission for 
authority to assume obligation and liability in respect of $6, 000,- 
000 of 5 per cent equipment trust certificates to be sold at par 
and the proceeds used in buying 2,000 coal cars, 90 passenger 
coaches, 10 combination baggage and passenger cars, 5 baggage 
cars and 25 locomotives, estimated to cost $7,004,000. The 
certificates are to be bought by the Philadelphia & Reading Rail- 
road Company and other subsidiaries of the Reading Company. 
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Otean Freight | EEGs |: 
Regular—Reliable 


The INTERNATIONAL MERCANTILE 
MARINE LINES with 117 steamers, 
many of the fast passenger type, render 
highly specialized freight service to United 
Kingdom and Continental ports. 


pt a gf a RED STAR LINE 
HITE STAR LIN LEYLAND LINE 
STLANT Ie TRANSPORT WHITE STAR-DOMINION 
127 South State Street CHICAGO 












I. D. ROTH, General Western Freight Manager 
206 Chesapeake & Ohio Ry. Co. Bldg., Newport News, Va. 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 


Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 
CHICAGO OFFICE: 123 West Madison Street 


STATISTICS 


Back up your conclusions 
and arguments with figures. 


They Help Wonderfully 


We supply them—not only 
those carried by the Inter- 
state Commerce Commis- 
sion, but also those carried 
by any other department of 
the federal government. 














Ask us about it 


The Traffic Service Corporation 


Special Service Department 
Washington, D. C. 


Colorado Bldg. 
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New York-Baltimore-San Francisco 


VIA PANAMA CANAL 
PASSENGER AND. FREIGHT SERVICE 


















Calling At Menssnilis Som Seen de Giavtoniabny Aenjethe, Le Liberted, Cerinto, Canal 
Zene, Havana (Eastbound), Baltimore (Eastbound), Norfolk and New York 
WESTBOUND SAILINGS ‘EASTBOUND SAILINGS 
Balti- San Los 
ew York more Norfolk Fr 
A : “Tee 30 June24 June25 SANTA ps.. June 27 
*ECUADOR....... a eae SANTA ROSA... July 5 July 7 
SANTA CLARA.. tay 15 July 9 July10 VENEZUELA.... July11 July 13 
0) | HS July 27 July19_....... ‘> July 21 July 23 
Thereafter 10 *ECUADOR..... Aug. 4A 


PANAMA SERVICE 
Between San Francisce, Les Angeles, Mexice, Central and Canal Zene 
S. S. CUBA sails from San Francisco July 14 
and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover = agsee, New York 508 California St., ion Francisco 
So. Spring St., Alexandria Hotel, Los Angeles 






Losing ? Saving 


Out in your shipping department money either is being 
saved or wasted—which is it? You can find out defi- 
nitely — surely —if you furnish that department with 


LEQNARD’S 
Shipping Guide 


Ask for particulars 


155 Bk Seve G. R. LEON ARD & CO. = eae Street 





Foreign Freight 
Forwarders 


Established 1884 


D. C. ANDREWS & CO., Inc. 


27-29 Water Street, 
New York, U. S. A. 


Boston Office: 


Philadelphia Office: 
92 State Street 


788 Drexel Building 
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ARMY’S TRAFFIC MANAGER 
The Trafic World Washington Bureau 


Under a general order issued.\by Secretary Weeks recently, 
the quartermaster-general o : ». in addition to other 
titles, is also to be known ag—“trafiec manager for the War De- 
partment,” with jurisdiction over all “transportation activities 
of the army.” The order directs him to co-operate with the 
Federal Traffic Board and the Chief Co-ordinator for general 
supply of the government and to maintain in his office the only 
rate and traffic information for the use of the War Depart- 
ment, except such as is needed by the finance department. 

Hereafter, all war department shipments of two or more 
carloads will be routed by the traffic manager in co-operation 
with other federal traffic agencies. All bills and other papers 
relating to such shipments are to be handled through the traf- 
fic manager’s office. 

The War Department will continue to be represented on 
the Federal Traffic Board, but the army’s traffic manager will 
issue instructions relative to departmental transportation mat- 
ters and have exclusive control over the army’s relations with 
the transportation companies. 

According .to the explanation made in connection with the 
order, the purpose in designating the quartermaster general 
as the traffic manager was to eliminate duplication within the 
department. 


FRUIT AND VEGETABLE SHIPMENTS 


“The approach of summer, with its good supplies of all sea- 
sonable friuts and vegetables, has caused consistent declines in 
the wholesale prices of leading products,” says the weekly report 
of the Bureau of Agricultural Economics of the Department of 
Agriculture. “Those lines which are not so plentiful—such as 
good southern cabbage and tomatoes, western lettuce and Ber- 
muda—type onions—show a firm market tone. Aggregate ship- 
ments are running below last season’s and for the week ending 
June 16 were 5,000 cars less than the total for the same period 
in 1922. Greatest losses are in watermelons, tomatoes and new 
potatoes. Combined weekly movement of 11 products decreased 
slightly to 11,476 cars.” 

The tables form the weekly summary of carlot shipments 
follow: 


Totals for week and season are regularly subject to revision be- 
cause of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 

Tuesday, June 19, 1923. 
Total Total 


this last 
June June June season season Total 
10-16, 3-9, 11-17, to to last 
1923. 1923. 1923. June 16. June 17. Season 
Apples (box areas)— 
| ae 19 22 19 46,188 56,244 56,270 
Apples (barrel areas)— 
OU” a. 81 110 31 64,750 32,003 32,013 
Cabbage— 
oo a 723 500 454 11,555 15,976 40,610 
Cantaloupes— 
OARS a 1,980 1,322 2,273 4,733 3,231 30,614 
Lettuce— 
SD  tinawetmeo 281 185 118 17,548 14,971 22,026 
Mixed Vegetables— 
(Calender year.) 
TEOCRL «cota vs Ged 471 599 275 10,479 7,931 19,718 
Onions— 
MOCGL cts ae Pion. ee 106 212 3,786 5,884 29,238 
Peaches— ‘ 
 ) ae 460 630 455 1,109 1,565 38,310 
Strawberries— 
SS eer 718 1,924 557 16,453 18,181 18,716 
Tomatoes— 
=e 1,039 728 1,789 11,169 13,992 26,375 
Watermelons— 
eee 1,084 908 4,085 2,300 10,650 46,924 
White Potatoes 
1923 Crop— 
0 ee 3,207 3,364 5,042 13,590 20,249 246,271 
1922 Crop—Leading 
sections, late crop. 
EOEGE cccusabecd 1,294 1,697 1,138 246,271° 237,567 238,288 


SETTLEMENTS WITH CARRIERS 


The Trafic World Washington Bureau 


The Railroad Administration is approaching the end of mak- 
ing settlements with the railroads for the use of their properties 
during the period of federal control. It has only approximately 
eighteen companies with which final settlements must be made 
and the largest is the New York Central and several of its sub- 
sidiaries. These settlements may require, however, the better 
part of another year. 

The total mileage of all roads under federal control was 
241,194. Settlements have been effected with 85.2 per cent of 
the roads, the mileage settled being 205,496 and the mileage yet 
to be settled, 35,698. 

The net aggregate of claims settled is $692,142,456.41 and 
the net amount paid in settlement, $82,393,642.31. The net aggre- 
gate claims given above, however, does not represent the 
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total claimed by the roads but the net after adjustments had 


been made... The ratio.of the amount-paid to the net claimed is 
a little over 11 per cent. ; 

- In addition to the-New York Central and subsidiaries, the 
Railroad Administration has yet to effect settlements with the 
New Haven, Erie, Central of New Jersey, Chesapeake & Ohio, 
Hocking Valley, Norfolk & Western, the Georgia, the Atlanta & 
West Point, and Western of Alabama; Texas Pacific, Kansas City 
Southern, Georgia & Florida; Pittsburg & Shawmut, Boston 
& Albany, and Central of New England. 


With reference to the settlement with the Pennsylvania, the 
Director-General said: 


The Director General of Railroads has effected a final settlement 
with the twenty-four companies comprising the Pennsylvania system 
for the twenty-six months constituting the period of federal control. 
After an adjustment of all accounts between the government and these 
railroads, there is a balance due the government from them, largely 
on account of capital expenditures, of $90,000,000. Under the law, 
this amount will be funded by the government, the railroads giving 
properly secured paper for the ultimate payment of same. 

This completes the largest adjustment which has been or will 
be before the Railroad Administration. The tonnage carried by the 
Pennsylvania System represents about one-tenth of the total traffic 
handled by the Class 1 roads of this country, and the equipment, 
freight cars, locomotives, and passenger cars represent about the 
same proportion of the equipment of Class 1 roads. 


The expenditures by the government on the properties of 
the Pennsylvania for additions and betterments during federal 
control exceeded the amount claimed by the company against the 
Railroad Administration. 

The Commission has certified to the Secretary of the Treas- 
urer that the following amounts are due to the railroads named 
under the guarantee section of the transportation act: Lawn- 
dale Railway & Industrial Co., $3,893.57; Chicago, Terre Haute 
& Southeastern, $132,092, less advance payments amounting to 
$49,000, leaving $83,092 still due; and Nacogdoches & South 
Eastern, $620.80. 

Under section 204, reimbursement of deficits, the Commission 
certified as follows: Bonlee & Western, $1,558.02; Kansas City 
Northwestern, $70,978.10; Tonopah & Tidewater, $70,980.49; 
Fordyce & Princeton, $33,120.85. 


TELEPHONE MERGER AUTHORIZED 


The Commission has issued a certificate authorizing the 
Cayuga Telephone Company to acquire the properties of the 
Farm & Village Telephone Company and certain properties of 
the New York Telephone Company. The acquiring company 
operates exchanges at Poplar Ridge and Aurora, Cayuga county, 
N. Y., with connecting toll lines. The Farm & Village con- 
pany operates exchanges at Moravia, Groton and North Lansing, 
N. Y. The New York owns and operates exchanges at Mo- 
ravia, Sempronius and Groton. The New York company 
owns the capital stock of the Cayuga company and the New 
York company is owned by the American Telephone & Tele- 
graph Company. The Cayuga company, in addition to buying 
the properties of the Farm & Village, is to acquire the property 
of the New York company represented by its Moravia, Groton 
and Sempronius exchanges. The acquisition is to be made 
by an issue of $70,000 of stock for the Farm & Village property 
and the New York property for $72,000 and $95,000 of 6 per 
cent 25-year first mortgage bonds. 


SEABOARD AIR LINE SECURITIES 


The Seaboard Air Line has applied to the Commission for 
authority to pledge $3,000,000 of Florida Central & Peninsular 
first mortgage 5 per cent gold bonds with the Secretary of 
the Treasury; to issue nominally and pledge with the cor 
porate trustee $3,000,000 of refunding mortgage bonds to be 
taken down against the Florida Central & Peninsular bonds, 
and then to issue nominally and/or pledge with the Secretary 
of the Treasury $5,146,500 of first and consolidated mortgage 
bonds as security for a loan heretofore authorized. The $3,000, 
000 of Florida Central bonds will be pledged only temporarily 
with the Secretary of the Treasury. Those bonds are to be 
paid off and the other collateral substituted. 


N. Y. C. STOCK ISSUE 


The New York Central has applied to the Commission for 
authority to issue $100,000,000 of capital stock, to be issued 
from time to time in exchange for its twenty-year 6 per cent 
convertible gold debenture’ bonds issued in 1915, of which 
$100,000,000 are outstanding. The company’s authorized cal 
ital stock is $400,000,000, having been increased to that figure 
in 1915, of which $268,377,739 has been issued. 

This is the first large ‘stock issue by a carrier in years and 
is made possible by the fact that the company recently in- 
creased its dividend rate from 5 to 7 per cent, which makes 
the stock issue more attractive than the bonds. 

Under the terms the bonds were issued, they are convert 
ible at 105 and callable at 110. 
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fea “Ship by Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 
Aberdeen, Seattle and Tacoma 


New York, Philadelphia 


and Baltimore 


Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other intormation apply to 


WILLIAMS STEAMSHIP CO., Inc 


Moore and Water Streets, New York Telephone Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 
39 South St. Drexel Bldg. Oliver Bldg. 
And at our Branch Offices at ports of call, etc. 





A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWES kor TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


« — ADAMS TRANSFER & STORAGE C0. 
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‘PORTS OF MONTREAL AND D VANCOUVER 
Editor The Traffic Wofld: 

‘ An article in The ‘Traffic World of Weise that ar | 
thad become the largest port in Canada as regards total cargo 
tonnage is misleading and likely to, create’ an impression in the 
Beoner of your feadefs that Vancouver had actually outstripped 

ontreal and became the premier port of this country. 

3 Such is not the case, however, as Montreal last year main- 
taif@@ its. positio# as the leading port’ in nada,'the second 
port” in America ‘and the largest grain shipping port in the 
‘world, by a wide margin. ae 

Vancouver did, however, lead Montreal in tonnage of 
locean-going vessels, the figures being $3,967,000 tons as against 
3,932,637 tons, ‘but ‘the port of Montreal also “handled inland 
vessels of a tonnage of 9,157,062 tons, which gives it a comfort- 
able lead 4n‘t6tai tonnage over Vancouver.’ 

Statistics indicate the superiority of Montreal over all 
other American ports except New York, whith position is likely 
ito be maintained to even a greater extent, despite the fact 
that it is open to navigation during only seven months of the 
‘year. 

{ There, is no disposition here to consider Vancouver othet 
than as a friendly rival. ‘The ports serve entirely ‘differen 
Bections of the country, are not competitive, ‘and with the 
growth and development of the country will expand and pros- 
per together. When Vancouver can announce that it is the 
leading port of thé Pacific Coast the heartiest congratulations 
‘on its achievement will be those .from Montreal. 

F, J. McCann, 
TraffiiC Manager, Northern Electric Company. 
Montreal, June 14, 1923. 





The item to “which the above peerenn refers was published in 
The Traffic-World of May 26, page 1260... We did not make-the.state- 
Ment with respect to Vancouver on our own responsibility. We were 
Bocas the Merchants Exchangs af. +S  aaagaiaal —Editor The Traffic 

or 
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} RATURQAD- CONSOLIDATION 
Editor The Traffic Wottd? 


t Referring to Mr. W.R. Seott’s letter: of May 29 concerning 
a? consolidations, appearing on. page 1389 of your issue of 
une 9: 

Mr. Scott, I am sure, appreciates that delégatés from all 

pections of the country were present at the transportation and 
ommunication group meéting held in New York during the 
nnual convention of*the U. S. Chamber of Commerce, and that 
t was a well-attended, representative meeting. 

Mr. Scott is under the -impression that his resolution was 
ot given fair consideration ‘at:.the.New York meeting and 
sserts that, if the meeting was held in any other part of the 
ountry, he and his associates might have had a-fair chance to 

show a real change in sentiment insofar as railroad ¢onsolida- 
tions are concerned. 

This istatenient in itself indicates: that a number, of people 
are thinking of railroad consolidations sectionally rather than 
in broad, unbiased, and, I might say, unseliish terms. We must 
consider the best interests of the country at large when we 
think of railroad. consolidations and’ not as representatives of 
the west, east, or any other particular section. Congress must 
thave ‘certainly belieyed that»there was merit, in.the. plan to 
comSolfdate the railroads of the eourtry into a’ limited ‘number 
of systems’ and that ft would; if ever realized, be in the best 
interest of the United States of America. 


Senator Simeon D. Fess, of Ohio, in addressing the dele 
gates attending the convention of the Associated Traffic Clubs 
of America.and the members of the Indianapolis Traffic Club, 
ttold them that the various sections of the transportation act 
of 1920 were enacted into law only after the various commit- 
tees of both House and Senate called the best minds in the 
country before them to discuss particular provisions from every 
angle, and on the recommendation of the committees, after un- 
biased, careful, and intelligent consideration. 

It seems to me that inasmuch as hearings before the Com- 

mission onthe tentative plan: for consolidation of railroads into 
i limitéd hamber of systems are being held in aecordance with 
aw and in an orderly manner that it fs unwise at this time to 
“repeal of -the~sections—of—the—transpertation—act 


under which the Contiaiiaaian is proceeding to fix a plan for 
general consolidation. 

Paragraph 4 directs the Commission to prepare and adopt a 
plan for the consolidation of the railway properties of the con. 
tinental United States into a limited number of systems. Any 
plan shall preserve as fully as possible competition and exist- 
ing routes and channels of trade wherever practicable. The 
several systems shall be so arranged. that the cost of trans- 
portation as. between competitive systems and the values of the 
consolidated: properties are the same, as nearly as practicable, 
so that such systems can employ uniform rates in the move- 
ment of competitive traffic and under efficient management eam 
substantially the same rate of return upon their respective 
values. ; 

Paragraph. 5 provides for the holding of hearings on any 
such plan as the Commission, under paragraph 4, may adopt. 
As a result of such ‘hearings, the Commission shall adopt a plan 
for such consolidation and publish the same, but may thereafter 
make such changes or modifications as in its judgment will 
promote the public interest. 

These sections of the transportation act make no provision 
whatever to force the railroads of the country to do what is 
now proposed that they shall do. The Commission can only 
propose; it is for the roads to do what in their judgment is 
best. 


The consolidation sections of the transportation act viewed 
in a larger sense is an invitation and an opportunity. It calls 
for an analysis of the commercial geography of the United 
States in its relation to the layout of its railways—for unless 
the location.of its.railways conforms to the commercial re- 
quirements ° of the country, there can be no permanent pros 
perity for either. 

F. E. Grace. 

Traffic Secretary, Brooklyn Chamber of Commerce. 
Brooklyn. N. Y., June 15, 1923. 


<@ ROTESTS COTTON SEED RATES 


The. Traffic World Washington Bureas 


The Cairo Board of Trade and others have filed a protest 
‘with the Commission against proposed rates-on cotton seed, 
carload, as carried in F. A, Leland’s 114, I. C. C., 1600, effective 
June 30, and have asked that the rates be suspended. The 
‘protestants said the proposed rates to Cairo, Ill., were unjust 
and unreasonable as compared with the rates to East St. Louis, 
Ill., and unduly prejudicial and accord unreasonable preference 
and ‘advantage to East St. Louis, Ill. ‘They said further the 
rates prescribed» by the Commission in the Memphis-Southwest 
ern Investigation, No. 9702, 77 I. C. C., 473, were for maximum 
application and that the carriers were not justified in using 
that scale as minimum rates to Cairo with the addition of 4 
2-cent bridge toll. They said-the carriers should be required to 
appear and show why the rates on cotton seed to Cairo should 
be adjusted to the basis of the full mileage scale prescribed 
by the Commission: plus a 2-cent bridge toll, while the rates 
to East. St.. Louis, a competitive market, were not treated it 
the same manner. The proposed rates apply from stations 02 
the St. Louis Southwestern in Missouri, Arkansas and Louisiana 
to Cairo and East St. Louis, and from stations on the Missouri 
Pacific in the same states to the same points. 


RAIL-AUTO FATALITIES INCREASE 


The: number.of persons killed and injured in automobiles 
at railroad highway crossings has increased to such an extent 
that the Commission has taken cognizance of the situation by 
issuing a special statement showing the facts. In the wee 
ended June 2, there were 55 persons killed in such accidents 
and it is estimated that if that record is maintained, there Wi 
be 700 persons killed in July, August and September. 

The statement shows that accidents of the character “a 
discussion have imcreased nearly 50 per, cent since 1917 in 
which year there were 2;076 such accidents, resulting in the 
ideath of 1,083 persons and the injury of 3,000 persons, while ‘f 
1921 there were 2,940. accidents, resulting in death of 1,2 
and injury to-3,976 persons. } 
The figures for the first three quarters of 1922 = 
itotal of 2,221 accidents, 978 deaths and 3,011 persons injure 
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FREIGHT PASSENGER 
DIRECT SERVICE 


New ea ea 


Boston ad Savannah 


Through package cars to all principal Southern and 
Western points, in with 


FAST FREIGHT LINES THROUGH SAVANNAH 


Central-Savannah Line 
Atlantic Coast-Savannah Line Seaboard-Savannah Line - 
Southern Railway Savannah & Atlanta Ry. 


Freight is loaded direct from ship to cars at Savannah to break 
bulk at destination. Time and handling reduced to a minimum 





From New York —SAILINGS— From Boston 
Tuesdays, Thursdays and Saturdays Tuesdays and Saturdays 
at 3 P. M. at 3 P. M. 


Complete gg will be gladly ee oon hap any official 
or representative of the Com 


OCEAN STEAMSHIP COMPANY of of SAVANNAH 


General Offices: Pier 50, North River NEW YORK, N. Y. 


DENVER, COLORADO 





Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


The Weicker Transfer & Storage Company 
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ROUTE YOUR CARGO. VIA: 
Mobile Gulfport Pensacola 


SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Carge 


LIVERPOOL & GREENOCK 


Sailing from Mcbile July 10 
U.8.8.B. 8.8. COAHOMA COUNTY..<{ Sailing from Gulfport July 12 


Sailing from Pensacola July 16 
LONDON & NEWCASTLE 


Sailing from Mobile July 20 
Sailing from Gulfport July 23 
Sailing from Pensacola July 25 


PORTSMOUTH & LONDON 


U.S.8.B. 8.8. E §{ Sailing from Mobile Aug. 16 
FvINGHAM USailing from Pensacola Aug. 18 


LIVERPOOL & MANCHESTER 


U.S.S.B. 8.8. ANTINOUS § Sailing from Mobile Aug. 6 


. Sailing from Pensacola Aug. 10 
HAMBURG & BREMEN 


'S.S.B. S.S. AY.. § Sailing from Mobile July 27 
a Oe a l Sailing from Pensacola July 30 


Waterman Steamship Corporation 
“Operating United States Government Ships” 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 


FORT WORTH, TEXAS 





















11 TRUNK LINES 
17 OUTLETS 


Phatbutded of Pool Cars and Merchandise 
for Storage. 

FORT WORTH WAREHOUSE 

AND STORAGE COMPANY 

L. C. ABBOTT, Manager 
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Questions and Answers 


In this department will be answered questions of both lege! and 
ponetye paeics Sot oceirent Seseete with traffic. A specialist 
interstate commerce law, who is a member of our legal department, 
give his opinion in answer to an: gt awd wo bows 

Of interstate transportation of freight. traffic man of long experience 
knowledge will answer to practical traffic 

desire traffic man but to 

answer mail or 
the citation of 
obtain this kind of 


uestions 
to the place of 
desiring imm 


Questions and Answers 


t, 
Service Corporation, Colorado , Washington, D. C 





Routing—Duty of Carrier Where Bill of Lading Instructions Do 
Not Specify Complete Routing 

Pennsylivania.—Question: Please refer to your answer to 
“Michigan” on page 1348 of The Traffic World of June 2, 1923, 
in regard to the following subject: “Routing—Duty of Carrier 
Where Bill of Lading Instructions Do Not Specify Complete 
Routing.” 

It seems to me that this particular case is covered by the 
Commission’s decision in I. C. C. Docket 13036, Cayuga Oper- 
ating Company, Inc., vs. Director-General, as agent, 74 I. C, C. 
676-678. 

Answer: So far as the shipment to Dunkirk, as covered 
by the Commission’s opinion in the case to which you refer is 
concerned, the same principle is applied as that in our answer 
referred to. As to the other shipments, a rate was shown in 
the bill of lading, which was not true of the shipments cov- 
ered by our answer. ; 

Minimum Weight in Excess of Amount that Can Be Loaded 
Into Car 

Minnesota.—Question: Carrier publishes a minimum weight 
of 50,000 pounds on carload shipment of logs. Cars which 
are furnished for this lading have a marked capacity of 40,000 
pounds. It is therefore impossible to load cars to the minimum 
tariff weight without endangering the lives of its employes. 
Carrier refuses to transport cars loaded in excess of 10 per 
cent of marked capacity. 

Can you give us reference to any Interstate Commerce Com- 
mission or court decision which will uphold shipper’s conten- 
tion that carrier protect marked capacity of car, subject to 
actual weight regardless of- published tariff minimum? 

Answer: The Interstate Commerce Commission has con- 
sistently condemned as unreasonable a minimum weight that 
is greater than the amount of the commodity which can be 
loaded into the car furnished, where the minimum is not gradu- 
ated according to specific sizes. Dallas Cooperage & Wooden- 
ware Co. vs. G. C. & S. F., 45 I. C. C. 468; Swastika Fuel Co. 
vs. T. & S. F, 49 I. C. C. 588; Armour Grain Co. vs. Director- 
General, 58 I. C. C. 308, and Armour Grain Co. vs. Director- 
General, 63 I. C. C. 369. 

In Tull & Gibbs vs. N. & W. Ry. Co., 55 I. C. C. 17, the 
Commission held that “where there is a uniform minimum for 
cars of all lengths, as in this case, the carrier is not required 
to furnish a car of any specified length, but is under the duty 
of establishing a minimum weight that can be _ reasonably 
loaded into a car of the size furnished.” 

A carrier must, however, collect charges on the basis of 
the published tariff rate and minimum weight until changed, 
either voluntarily or under an order of the Commission, re- 
gardless of the unreasonableness thereof. 

Duty of Carrier Where Reconsigning Order Contains Route and 
Rate Which Does Not Apply via That or Any Other Route. 

In our answer to “Colorado” in the June 9, 1923, issue of 
The Traffic World, page 1406, under the above caption, we 
stated that we knew of no opinion of the Commission which 
covers a like situation. However, in the case of Fullerton-Pow- 
ell Lumber Cow vs. G. C. & S. F. Ry. Co., 41 I. C. C. 625, the 
Commission, in effect, holds that the specification of a rate 
and route in the reconsigning instructions does not obligate 
a carrier to inquire whether the rate of route shall be followed. 


Claims—Notice of One of Several Connecting Carriers Is Notice 
to All 

New York.—Question: A firm shipped in May, 1922, from 
a point in Illinois to a destination in North Carolina an L C. L. 
shipment of two machines. The shipment moved over three 
lines and the shipment was badly damaged by fire while on 
the lines of the third or delivering road (a short line), which 
was in the hands of receivers. 

The short line immediately asked us to file our claim, as 
the shipment was insured in their favor against fire. The 
road kept assuring us that the claim would be paid as soon 
as the insurance company settled but it now appears that the 
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road has been sold at auction for the benefit of creditors, ang 
it may be possible that we will not be able to collect all or 
part of our claim. 

Under section 20 of the interstate commerce act the initia] 
carrier is responsible for loss or damage even if same occurred 
on the lines of a connection 

I am wondering if we could now file a claim against the 
initial carrier for the full value of the shipment, to protect us if 
the short line fails to pay. Or could we defer filing claim 
against the initial carrier until the short line actually fails to 
pay (if they actually do fail)? 

Another question which bothers us is that over a year has 
elapsed since shipmert was made and we, of course, cannot 
file a claim against the initial carrier and have it come within 
the six-month provision of the bill of lading. But does the fact 
the we filed claim with the short line within two months of 
shipment constitute notice of claim to the initial carrier, so 
that they could not now decline our claim on the grounds that 
it was not filed within six months from the time shipment 
should have been delivered? The short line sold the machines 
(undoubtedly as junk) to 4a competitor of the consignee, to 
whom they were originally shipped. 

Answer: It has been held in several cases that, as to inter. 
state shipments, notice to one of several connecting carriers 
is notice to all under the Carmack amendment, namely, section 
20 of the interstate commerce act, each carrier being an agent 
for the other. See Gulf, etc., R. Co. vs. Bogy, 178 S. W. 577; 
Overton vs. Chicago, etc., R. Co., 160 S. W. 111; Chicago, eic., 
R. Co. vs. Linger, 156 S W. 298; Galveston, ete., R. Co. vs. 
Steele, 172 S. W. 1123; Norfolk, etc., R. Co. vs. Steele, 86 S. E. 
124, and Ostroff vs. Hustis, 114 A. 27. 

The time within which a suit may be filed is governed by 
the provisions of section 2 (B) of the contract, terms and con- 
ditions of the Uniform Bill of Lading. 

Tender of Freight Charges Whére Amount of Damages to Con. 
signment Exceéds Freight Charges 

Ohio.— Question: We would like for you to show the case 
of the Missouri Pacific Railroad Co. vs. the Peru Van Zandt 
Impl. Co., 73 Kansas 295, 87 Pac. 80, 85 Pac. 408. We are of 
the opinion this is in regard to the payment of freight on dam- 
aged goods or any freight damaged in transit, in which the 
railroad demanded payment of the charges in advance of the 
claim. 

We would like for you to show that it would not be com- 
pulsory to pay charges on damaged freight being returned and 
accepted by the consignee, thereby necessitating only the 
claim for the actual damage to the freight. 

Answer: In the case to which you refer, namely, Mo. Pat. 
Ry. Co. vs. Peru-Van Zandt Implement Co., 73 Kansas 295, 87 
Pac, 80, it is held that “Where a common carrier becomes 
liable to the consignee of goods for damages to the property 
received in transit, and the amount of such damages equals or 
exceeds the freight bill on the damaged goods, the lien of the 
carrier is thereby extinguished, and the consignee is én 
titled to the possession of such goods without payment of 
freight, and in such a case refusal of the carrier to deliver the 
goods to the consignee upon demand constitutes a conversion.” 
See also Miami Powder Co. vs. Port Royal, etc., R. Co. 25 
S. E. 158, and Moran Bros. Co. vs. Northern Pac. R. Co, 53 
Pac. 49. 

Demurrage—Bunching 


Minnesota.—Question: The question has come up as to 
whether the carrier can assess demurrage charges against col- 
signee, when consignee’s unloading or loading track is full of 
cars, so that cars cannot be spotted at a certain place which 
they desire. 

The question is if they bunch cars on the consignee that 
are shipped three days or more apart, and arrive at destination 
practically all at the same time, can they assess demurrage 02 
same? 

Answer: Under the provision of section B of rule 8 of 
the National Car Demurrage Rules and Charges, no charges 
shall be collected for the detention of cars which come within 
the definition of bunching therein, provided that, in accordance 
with this section of rule 1 a claim is presented to the railroad’s 
agent within thirty days after the date on which the bill for 
demurrage is presented, and provided further, that the col 
signee thereof has not entered into the average agreement set 
forth in rule 9, section E of which rule provides that a parly 
who enters into the average agreement shall not be entitle 
to include therein cars subject to section B of rule 8. 

Duty of Consignee to Accept Damaged Goods __, 

Utah.—Question: Referring to your answer to “Louisiané, 
pages 1272 and 1274 of Traffic World, dated May 26, 1928 
wherein you state, “As a general rule it is the duty of pe 
signee to receive goods consigned to it. This rule is subje¢ 
to the qualification that where the character of the propert! 
is, by the negligence of the carrier, so changed that it canne 
be applied to the ordinary use of such goods, the consignee B 
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CANCELLATION OF COMBINATION RATES ON LUMBER 
Interstate Commerce Commission I. & S. Docket 1802 


This case was heard in Atlanta, June 4, 1923, before Examiner Fuller, affecting rates on lumber and articles taking 
the same rates throughout the South on the one hand, and Ohio and Mississippi River Crossings on the other. 
Th 


e rule which the carriers propose to cancel in this proceeding is similar to that which applies in other rate 
territory. 


Official copies of the La ae he 


rs’ minutes in this and all other Interstate Commerce Commission proceedings may be secured onl 
Official Reporters, THE STAT a 


W REPORTING COMPANY, 235 Broadway, New York City, at 12%c per page, fixed by the 
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R. Penna. Railroad Freight Cars in our large new 
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Choice locations can be found on the line of the COS Sy Ss aie, See 
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Station free of charge, in lots of 6,000 pounds or more, PENNSYLVANIA CAR COMPARY 
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Casper 


Address inquiries to T. J. Maloney, G. F. A., 606 So. Houston San Francieeo Beaumont 
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NO ONE CARES ABOUT EMBARGOES 


that were in effect during last summer’s strike. The thing that interests the shipper 
is the embargo that is in effect today. 


THE TRAFFIC BULLETIN 


has always furnished to its readers the promptest available notification of embargoes 
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THE TRAFFIC SERVICE CORPORATION, 418 South Market Street, Chicago, Illinois 
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within his rights in refusing to accept,” will you kindly cite us 
to a few court decisions that support the view that the con- 
signee is within his rights in refusing to accept goods so badly 
damaged that they do not have any value in their original form. 

We have in mird a shipment of an electric motor so dam- 
aged in transit that the cost of repairing same would be more 
than the motor would be worth if such repairs were made, which 
condition, we believe, justifies consignee refusing to accept. 

Answer: The following cases involve the right of the con- 
signee to refuse to accept and sue for the full value of a ship- 
met so materially damaged as to destroy its value: Baumann 
vs. New York, etc., R. Co., 71 N. Y. S. 632; Brand vs. Weir, 
57 N. Y. S. 781; Wilkins vs. A. C. L. R. Co., 75 S. E. 1090 (N. 
C.); McGrath vs. Charleston, etc., R. Co., 75 S. E. 44 (S. C.); 
Mfg. ©o. vs. So. Pac. Co., 164 N. W. 74 (N. D.); Thomas, etc., 
Mfg. Co. .vs. Wabash, etc., R. Co., 22 N. W. 827 (Wis.). 
Basis for Charges on Combination Freight and Baggage Car 

Service 

Maryland—Question: Under the provisions of A. R. R. I. 
C. C. No. 18943, peddler car service is in effect on fresh meats 
from “X,” W. Va., to “Y,” W. Va., a point on the branch line 
of the Ohio River Division of the A. Railroad, running from 
“Z to “Y.” Owing to clearances on this line, the operating 
department of the A. Railroad does not care to operate heavy 
refrigerator cars over the branch line, consequently carrier re- 
moves the shipments for “Y” from the refrigerator car at “Z” 
and forwards through to “Y” in baggage car service. 

The earrier insists on assessing regular freight charges 
based on 12,000 pounds minimum at the rate to “Y.” Shippers 
contend there is no authority for assessing freight charges on 
12,000 pounds minimum beyond “Z” and insists that the cor- 
rect freight rate is on the 12,000 pounds minimum at the rate 
to “ge” 

It is my contention that the rights of the shipper terminate 
with the bill of lading contract. That is to say, if the carrier 
fulfills its obligation under the bill of lading contract by trans- 
porting this shipment through to final destination in an ac- 
ceptable manner (consignees are satisfied with the service), it 
is immaterial to the shipper what agencies or other methods 
carriers take to attain this end. Would appreciate your views. 

Answer: While apparently there is no published basis for 
a combination freight and baggage car service from point of 
origiu' to destination of the shipments in question, so far as the 
shipper is concerned, we cannot see what can be gained by 
his protesting against the assessment of charges on the basis 
of the freight rate at the 12,000 pounds minimum for the total 
movement to final destination, as it is not likely that the charge 
for the movement beyond the junction with the branch line as 
fixed by the Commission (in the event it becomes necessary 
for the Commission to fix a charge, which no doubt it may do 
ix! the absence of a basis for the assessment of charges on a 
shipment which has moved) would be any less, when added to 
the charge based on the rate to the junction, than the through 
rate and minimum: weight now in effect for freight service. 
Combination Rates—Rate Applicable When Not All Locals Are 

Subject to Jones’ Tariff 228, I. C. C. US-1. 

Minnesota.—Question: Your answer to “Minnesota” in June 
9 issue regarding application of Jones’ Tariff 228 is not quite 
clear The paragraph reading “The Commission holds that 
when a carrier publishes in its tariff a rate or basis for making 
a through rate to a point on its own connecting line, etc.,” is 
the one we refer to. Just what does the Commission mean 
by the phrase “a point on its own connecting line?” 

Our shipments to Arkansas and Louisiana are routed via 
either St. Louis or Kansas City, Mo., as the rates base on 
these two points, but more than one carrier hauls our com- 
modity from point of origin to St. Louis or Kansas City. The 
rate to Kansas City or St. Louis is in one of Boyd’s Western 
Trunk Line tariffs and carries the rule for eonstructing com- 
bination rates. The rate from Kansas City to destinations is 
in one of Leland’s Southwestern Lines’ issue and does not carry 
the rule for constructing combination rates. On sueh shipments 
can we apply Jones’ Tariff No. 228 to the through movement? 

Answer: The phrase to which you refer should have read 
“to a point on its own or a connecting line.” A typographical 
error resulted in the words “or” and “a” being left out of the 
phrase. Under the opinion of the Commission in the Sligo case, 
the provisions of the tariff referred to may be used in the 
instarce cited by you. 

Tariff Interpretation: Two-for-One Rule in Furnishing Cars 

IMlinois.—Question: Boyd’s Tariff 160-B, I. C. C. A-1331, pub- 
lishes class and commodity rates applying between points in 
Iowa. It is governed by Iowa Classification: No. 15 and Western 
Trunk Line Circular 1-Q. A shipper makes shipment of several 
cars of scrap paper from point “A” to point “Z” locally within 
the state of Iowa. He orders a large car from the carriers to 
accommodate the loading. Carrier is unable to furnish car of 
size ordered and for its convenience furnishes two smaller cars 
in lieu thereof. . Neither of the two smaller cars furnished are 
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loaded anywhere near up to the minimum weight. Question 
has arisen as to whether freight charges can be assessable baseq 
on carload rate and minimum weight on the car ordered. Ip 
other words, whether the “two-for-one” rule could be applied, 


Scrap paper is not subject to rule 6-B of Iowa Classification 
No. 5, and, as a consequence, it does not give us the privilege 
of applying the two-for-one rule. Excess rule No. 8 of Iowa 
Classification No. 5 also excepts articles subject to rule 6B 
as well as other articles, including scrap iron and junk, there 
for the excess rule can also not be applied. The commodity is 
not classified as “light and bulky” and, accordingly, rule 745 
of Boyd’s Circular 1-Q cannot be used. In Western Classifica. 
tion, scrap paper and rags are subject to rule 34, but same cap. 
not be used in connection with Iowa intrastate traffic. It is true 
that rule 36 of Iowa Classification No. 5 provides for the ap. 
plication of Boyd’s Circular 1-Q when it makes a lower charge 
than by use of rules and regulations subject to Iowa Classifica- 
tior: No. 5, but this does not give us authority to apply Western 
Classification, as we view it. 

In your opinion, what is the legal basis for applying freight 
charges on these shipments? If shippers are compelled to pay 
the minimum weight on both cars, they are being penalized on 
account of carrier’s inability to furnish cars of size ordered. 

Answer: Ir our opinion, rule 745, Boyd’s Rules Circular 
1-Q,. I. C. C. A-1385, governs. This rule reads as follows: “When 
one car cannot be furnished to accommodate the minimum 
weight of light and bulky articles on which carload ratings 
are provided in tariffs, two cars may be furnished, charge to 
be assessed on basis of * * * rate and * * * minimum 
weight for the ore car ordered. Any excess above the mini- 
mum weight to be charged on basis of carload rate.” 

Item 38, page 74, Iowa Classification No. 15, I. C. C. A-403, 
provides minimum weight on scrap paper to be 14,000 pounds. 
It is clear from this provision of the classification that the 
carriers, parties thereto, hold themselves out to furnish only 
a car which will accommodate 14,000 pounds. In numerous 
cases, the Commission has held that a minimum weight which 
cannot be loaded into the ordinary car is unreasonable. The 
carrier must furnish carrying capacity sufficient to accommodate 
its tariff minimum weight. This obligation does not, however, 
carry with it a duty to furnish cars of a greater capacity, 
nor does it confer upon the shipper the right to demand a car 
which will accommodate a greater weight. If your scrap paper 
shipment weight in gross 18,000 pounds, you had a right to order, 
say, a 50-foot car ir: which to ship this weight, but the carrier 
had no duty to furnish such a car, its obligation ceasing when 
it furnishes you a car large enough to accommodate 14,000 
pounds, which car you have no duty to load unless you so elect. 

Suppose that when you ordered this large car, the agent, 
feeling under obligation to furnish a large car, because you 
ordered, it and because he could not furnish a car which would 
accommodate your 18,000, 20,000 or 24,000 pounds’ shipment, 
furnished two small cars, neither of which would accommodate 
14,000 pounds, but the aggregate capacity of the two would 
accommodate the total shipment. Perhaps a single 50-foot car 
would have accommodated 14,000 pounds, or even a 40-foot car 
might have sufficed to this extent, yet we’ll assume that the 
40-foot or 50-foot car would not have accommodated your total 
shipment. If such is the case, the agent has furnished you two 
small cars in lieu of the large one ordered, and you have loaded 
more weight than the large car would hold. 


Assuming that your load could have been placed in a 50-foot 
car, but not in a 40-foot car, but that the latter car would have 
accommodated 14,000 pounds, the minimum weight. The agent, 
according to rule 745 above quoted, could offer you a 40-foot 
car, if one was available, and, if not, two 36-foot cars in lieu 
thereof. The agent has no tariff duty to furrish two small cars 
in lieu of a 50-foot car necessary to accommodate a shipment 
which could not be loaded into a 40-foot car, but the minimum 
of which could be so loaded. 

As we see it, therefore, assuming that the carrier could not 
furnish a car which would accommodate 14,000 pounds, when 
you ordered a car which would accommodate 14,000 or more, it 
has acted properly under rule 745, and furnished you with two 
smaller cars, not for the purpose of accommodating the size 
of your shipment, but for accommodating its own tariff mini- 
mum, 14,000 pounds. Rule 745 does not provide that the tariff 
minimum shall be loaded in each car, for that would be to 
negative the need of a two-for-one rule. You are, therefore, in 
the clear as to this feature. Rule 745 also provides that the 
minimum weight for the car ordered shall be protected. The 
minimum weight for the car ordered (whether 36-foot, 40-foot, 
50-foot, or any other length) was 14,000 pourds. This, there 
fore, is the only minimum with which you can rightfully be 
charged. Rule 745 also provides that “any excess above the 
minimum weight to be charged on basis of carload rate.” It is 
not necessary that your commodity be listed as a “light and 
bulky article” in order to secure the benefit of the provisions 
of rule 745. There is no such list, of which we are aware, and 
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we believe it to be the Latural presumption from the language 
of this rule, that if the carrier cannot furnish a car which will 
accommodate the minimum weight, necessitating the use of two 
cars, these facts will, for the purpose of this rule, cause any 
article to qualify as a light and bulky article. 

We hardly think that the carrier would contend its motive 
in furnishing two cars for this shipmert was in lieu of a car 
large enough to accommodate your total shipment, for it does 
not offer to do that under its tariff, but inasmuch as neither 
car actually furnished would accommodate 14,000 pounds, the 
natural presumption is that the carrier’s agent was but perform- 
ing its legal duty rather than doirg an unlawful thing, and you 
are, according to our view, entitled to be charged at actual 
weight, subject to a minimum of 14,000 pounds, even if one car 
contained 100 pounds and the other 13,900 pounds. This is but 
another sort of “overflow” or “part-lot” rule, except this rule 
is even more liberal in that it does not so much as require that 
one car be fully loaded. 

Basis for Minimum Charge 

Virginia.—Question: A shipment of cigars weighing 90 
pounds moves from A to B (origin to destination). First class 
rate is 941% cents. Cigars take three times first class in South- 
ern Classification. How should the charges be computed or this 
shipment? Advise amount to be collected. 

Answer: Assuming that the provisions of rule 13 of the 
Consolidated Classification govern the tariff naming the rate 
from A to B, the charge for the shipment would be $2.55, which 
is arrived at by multiplying the weight of the shipment by 
the rate from A to B, namely, $2.83%. Charges or: this basis 
exceed the minimum charge for 100 pounds at the first class 
rate, which is the minimum charge under rule 13 of Consolidated 
Classification No. 3, and therefore must be applied. 

Demurrage—Bunching—Claims for 

Ilinois.—Question: Please advise regarding the manner of 
filing claim for refurd of demurrage charges under the bunch- 
ing rule. , 

Where cars of sand and gravel were forwarded from our 
plant on different days, arrived here via the “X” Railroad on 
two different days and were delivered to the connecting line 
for spotting the next day, is it proper to presezt claim to the 
line making delivery on the job or would the line carrying the 
freight into the city be the preper one to present claim to and, 
if so, what is the length of period before a claim for refund 
would be outlawed? 

Answer: As we see it, the switching line is the line against 
whom claim should be filed, as that line is the line which holds 
the excess demurrage charge resulting from the bunching of 
cars. 

Under the provisions of section B of rule 8 of the Uniform 
Demurrage Rules, claim must be presented in writing to the 
railroad’s agent withir: thirty days after the date on which bill 
for demurrage is rendered. 


Damages—Recovery of Where Resulting from Carrier’s Accept- 
ance of Shipment for Transportation to Point Against Which 
Embargo Exists at Time of Receipt of Shipment by Carrier 
Missouri.—Question: In your issue of April 21, 1923, page 

902, under the heading “Disregard of Embargo,” you make it 
clear that no additional charges car! be collected by a railroad 
because of failure to give shipper notice of embargo. However, 
in the case in question, did the railroad actually have the right 
to unload the car at St. Louis, as they threatened? It would 
seem to us that, having signed a through bill of lading, they 
were obligated to carry the goods through, and if they unloaded 
the goods at St. Louis and thereby caused the shipper some ex- 
pense, they would be liable for damages. 

Answer: So far as demurrage, or other trarsportation 
charges are concerned, it is apparent from the Commission’s 
opinions in the case referred to by you and in John Halfpenny 
vs. Director-General, 58 I..C. C. 268, and Geo. H. Ulary vs. P. 
R. R. Co., 58 I. C. C. 439, that a carrier may not, after having 
issued a bill of lading, assess charges over and above the 
through rate, where such charges result from its having ac- 
cepted a shipment for movement to a point against which an 
embargo existed at the time the shipment was received by the 
carrier for transportation. 

Likewise damages of any other nature caused by the failure 
of the carrier to complete its contract of shipment doubtless 
might be recovered. 

Liability for Expense of Transferring Contents of Bad Order Car 
Michigan.—Question: We operate a gravel pit located one 

mile from a railroad station. At the close of each day’s work we 
make out bills of lading covering all cars and present them to the 
railroad agent for signature. Recently we loaded a car and se- 
cured a bill of lading to cover. Wher the crew had switched 
our tracks and pulled the cars out of the pit the conductor ad- 
vised us that this particular car was not in condition to carry 
the lading to billed destination, account hopper doors being 
bulged and apparently not safe to handle, and asked us to 
transfer the load to another car. 
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Realizing that it would cost us more than the invoice price . 


to transfer the lading with shovels we took the position that the 
carrier had placed this car for gravel loading and insofar as our 
inexperienced inspectors could see, the car was o. k. for loading 
and if the lading had to be transferred it was up to the carriers 
to perform this service. The car was taken away from pit and 
evidently dumped on right of way and used for ballast. 

Our claim for the invoice price of this material has been 
declined by the carrier they claiming that the car was not Prop- 
erly loaded and that the agert should not have signed the bill 
of lading. We anticipate filing suit to recover the amount of 
the claim and would appreciate your opinion as to the legality 
of same. 

Answer:—In our opinion the question of whether the ship. 
per or the carrier should assume the cost of transferring a load 
depends upor whether the unsafe condition of the car after 
loading is due to improper loading on the part of the shipper 
or to some defect in the car furnished by the carrier which 
was not evident to the shipper at the time the car was tendered 
for loading, which is a question of fact. 

In either event, however, the carrier had no right to con- 
fiscate the contents of the car in question, unless the same had 
been abandoned by the shipper, but should have unloaded and 
stored the shipment pending a determination of the rights of the 
respective parties. 


Combination Rates—Rate Applicable Where Not All Locals Are 
Subject to Jones Tariff 228, 1. C. C. 1. 
Louisiana.—Question: Referring to your answer to “Minne- 

sota” on page 1408 of The Traffic World for June 9, 1923, re- 

garding the application of Jones’ Tariff 228, ICC US I. 

I am familiar with the decision of the Commission that even 
if the tariff of one line is silent and the tariff of another lIne 
holds out factors subect to Jones’ 228, jboth factors must be 
reduced for combination purposes. 

I appear to recall a decision by the Commission, although 
I am not able to locate the reference, where one tariff was silent 
and the through rate made on the basis of Jones’ 228 that the 
line whose tariff was silent would receive in the division of 
revenue its full local ard that the other line would be compelled 
to suffer the shrinkage. Please advise if my understanding is 
correct and if possible furnish reference to the decision of the 
Commission on this point. 

Answer:—The case to which you refer is that of the Sligo 
Iron Store Co. v. Western Maryland Ry. Co., 73 I. C. C. 551, which 
cortains the Commission’s affirmation, upon reargument, of its 
opinion in the original Sligo Iron Store case, 63 I. C. C. 643. 
In the last opinion the Commission said: 


The carriers which performed the transportation from Coketon 
to Kansas City were entitled to, and under the decision would 
receive, their full local rates, the decision in no way affecting those 
factors. We did not deem it necessary in our former decision to 
state the specific liability of the carrier which published the note 
in its tariff, because all carriers were then being operated by the 
Director General. 

Liability of Carrier for Damage for Failure to Furnish Switching 

Service Within Working Hours. 

Tennessee.—Question: Please advise just what action to 
take and what recourse we have against the carriers for their 
failure to make a switch to our elevator. 

Our contract provides that we should get a switch before 
11 a. m. but on several occasions the railroad has been as late 
as 7 p.m. This of course means that we have to keep the ele- 
vator employes until this time, which is an unnecessary ex- 
pense. 

Answer:—Section 1 of the interstate commerce act makes it 
the duty of a common carrier subject thereto to provide and 
furnish trarsportation upon reasonable request to therefore. 

Section 8 of the act provides that in case any common carl- 
rier subject to the Act shall do, cause to be done, or permit to 
be done, any act, matter, or thing in the Act prohibited or de- 
clared to be unlawful, or shall omit to do any act, matter, or 
thing in the Act required to be done, such common carrier shall 
be liable to the person or persons injured thereby for the full 
amount of damages sustained in consequence of any such viola- 
tion of the provisions of the act, together with a reasonable coun- 
sel or attorney’s fee. 

Section 9 of the act provides that any person or persons 
claiming to be damaged by a common carrier subject to the 
provisions of the act may either make complaint to the Commis- 
sion or may bring suit in his or their own behalf for the re- 
covery of damages for which such common carrier may be liable 
under the provisions of the act, in any district or circuit court 
of the United States of competent jurisdiction. 

While we are not aware of any cases which involve the 
failure of a carrier to furnish switchirg service within working 
hours, assuming that it is the carrier’s duty to do so, it would 
seem that an action could be brought under the above pro 
visions of the act and that a right to an injunction exists in the 
event that the carrier in question persisted in its present 
practice. 
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The Meaning of Dependabili 
" : 
: e Meaning of Dependability 
ed : 
is 
he The General Manager of a large paper mill recently wrote 
@ us as follows: 
- “Your representatives have given us confidence in 
its your ability to work with us in order to get a case 
43. that is both economical and safe. 
“There are very few firms we feel we can order from 
ton without first asking for prices—and not be afraid we 
= would be charged considerably higher than if they 
to were quoting on a competitive basis. 
= “We do not feel it is necessary to write you for 
prices every time we are in the market. We know 
ing you will charge us only what you would quote in 
competition.” 
e To us dependability means more than the service can ever justify a higher price than we 
— to design a box or crate that will reduce would quote under ordinary conditions. 
; the shipping expense of our customers. That is . 
ns an. engineering matter. It means more than the be pan eee Oe ented) won Tee 
ability to make deliveries on schedule under a eudiiaal es of this box are: (1) It is stron i (2) It 
se practically any circumstances. Sixteen factories is li gg (3) It saves Shor in bec (4) It 
- : ° 1 : . : Ps i . 
oe ilitie a ample manufacturing and shipping saves storage space. (5) It is practically theft proof. 
3 it (6) It can be opened by the consignee in a few 
and It means more than the ability to produce and seconds. (7) It can be re-used. 
| sell containers of uniform high quality at attrac- P : 
™ tive prices — due to lage prodaction and wand. _,, twill be worth your while so ind out i You 
: ? 
t to ardized manufacturing methods. it is very possible we can design a different type 
- de- In addition to all this dependability envolves of package that will be both economical and safe. 
a moral obligation to sell only at a fair price, no w 
, Fy : e will be very glad to send a General Box 
< matter what competitive conditions might exist. engineer to any shipper in order to help him de- 
: P As the only concern in the wooden package vise a practical method of reducing his shipping 
ses nd industry that operates on a national scale, we do expenses. Simply write us. Our advice will cost 
oun not believe our superior facilities for rendering you nothing—place you under no obligation to us, 
= A copy of General Box Service—a bulletin of information on better 
iy boxing and crating—wiil be sent to anyone interested in this subject. 
e re- 
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MEMPHIS-SOUTHWESTERN RATES 


The Trafic World Washington Bureau 


All tariffs filed in supposed compliance with the Commis- 
sion’s decision in No. 9702, the Memphis-Southwestern Investiga- 
tion, between 250 and 300 in number, have been suspended by 
the Commission in I. and S. No. 1843, from June 22 to October 
28. They were suspended primarily to enable the shippers and 
the carriers to go over the rates proposed by the carriers in an 
effort to reduce the number of issues created by the tariffs to 
the minimum before they are laid before the Commission. Dur- 
ing the suspensior: there will be time for the correction of the 
large number of errors that has already been discovered and the 
disclosure and correction of those not yet detected. This pre- 
liminary check and examination are to be conducted by com. 
mittees representing the shippers and the carriers. A similar 
procedure was followed with the tariffs filed as the result of the 
Commissiot.’s decision in the Natchez case. 

The Commission’s announcement of the suspension, the 
method for the elimination of errors, and the compression of 
the issues that must be passed on by the Commission itself, is 
as follows: 


By an order entered today in Investigation and Suspension 
Docket No. 1843 the Interstate Commerce Commission suspended 
from June 30 until October 28, 1923, all schedules filed with the 
Commission purporting to contain revisions of rates in compliance 
with or as a result of the Commission’s orders in Memphis-South- 
western Investigation, Docket No. 9702. 

Sufficient wens has been made to indicate that the suspended 
schedules produce increases in present rates not authorized or 
required by the decision; that in some instances the rates filed fail 
to conform to the requirements of the orders; and that the tariffs 
contain an unusually large number of errors. 

The .purpose of suspension is primarily not for investigation, 
but to permit time in which to secure correction of the schedules, 
so as to eliminate the errors and rates which do not conform to 
the Commission’s findings, and to bring the rates required to be 
revised into conformity with the Commission’s orders. To affect 
this purpose two committees have been formed, one _ representing 
the shippers, the other the carriers. The personnel of these commit- 
tees is as follows: 

Shippers’ Committee: G. J. Vizard, Little Rock, Ark., chairman; 
H. J. Ferdnandez, Monroe, La.; Edgar Moulton, New Orleans, La. 

Committee Representing the Southwestern Freight Bureau Car- 
riers: Eugene Mock, A. G. F. A., Missouri Pacific Railroad, chair- 
man; C. W. Brosius, G. F. A., Texas & Pacific Railway; W. F. 
Knobeloch, A. G. F. A., St. Louis-Southwestern Railway; Geo. E. 
Schnitzer, G. F. A., Chicago, Rock Island & Pacific Railway. 

It is planned that each of the committees shall proceed inde- 
pendently to check the suspended schedules with a view to their 
correction in accordance with the purpose stated in the third para- 
graph hereof. These committees are to meet:'on July 9, 1923, and 
attempt to reconcile differences between the shippers and carriers, 
and are then to make a report to the Commission not later than 
July 20, 1923. In the event that there remain differences between 
the shippers and carriers which they cannot reconcile, the Com- 
mission will.pass upon these matters when presented and determine 
the disposition thereof. It is hoped that all differences may be 
speedily reconciled and the schedules corrected, so that the Com- 
mission by appropriate order vacating the order of suspension may 
permit the adjustment to become effective at an early date. 

Copies of protests and petitions for suspension received hereto- 
fore have been furnished the shippers and carriers’ committees. 
Any interested party desiring to make further criticism of the 
tariffs or rates should forward to the Commission and to the 
carriers’ committee, F. A. Leland, chairman, Southwestern Freight 
Committee, Century Building, St. Louis, Mo., petitions conforming 
to = Commission’s rules of practice pertaining to suspension 
matters. \ 

It has been suggested that at the same time one copy of such 
petition be forwarded the shippers’ committee, G. J. Vizard, chair- 
man, Little Rock Board of Commerce, Little Rock, Ark. If copies 
of petitions are forwarded to the shippers’ committee, the Commis- 
sion should be so advised. 


SOUTHERNERS MAKE HOT PROTEST 


The Trafic World Washington Bureau 


Characterizing the tariffs, effective July 1, filed by the car- 
riers in southeastern and Carolina territories as an “unrighteous 
proposal,” the Southern Traffic League has asked for the sus- 
pension of schedules naming commodity rates on agricultural 
implements, farm wagons, canned goods, furniture, grain and 
grain products, iron and steel articles and cotton ties and 
buckles filed in supposed compliance with fourth section order 
No. 7836, as amended. The League said the rates proposed 
were excessive, unjust and unreasonable and in violation of 
section 1, inconsistent with the professions put into the class 
rate hearings on formal docket No. 13494, and without regard 
to the first and third sections of the interstate commerce law, 
notwithstanding the fact that since the first of the year the 
southern carriers had been earning the highest rate of return 
on their investments ever known in their history. 

The League alleged that, if the tariffs were allowed to be- 
come effective, they would increase the entire level of rates 
to and from the Mississippi Valley, prescribed by the Commis- 
sion in I. and S. No. 1303, part 2, 64 I. C. C. 306, and would 
enormously increase the present rates to Carolina territory and 
be used later as a means of increasing all the intrastate rates 
south of the Ohio and Potomac rivers. 

Particular attention was called to the restricting of the 
routings of grain and grain products. The rates, high as they 
were, the League said, would not apply on grain and grain 
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products from Ohio and Mississippi River crossings to common 
and local points in the Mississippi Valley or Gulf ports via the 
Louisville & Nashville, south of Nashville; not via the Illinois 
Central through Birmingham; not via the L, & N. through De 
catur, Birmingham and Montgomery; not applicable via the 
Mobile & Ohio through Birmingham, Montgomery or Tuscaloosa; 
not applicable via the St. Louis-San Francisco through Birming. 
ham, nor via the Alabama Great Southern or the Queen & 
Crescent; nor via the Southern except points in Notes 1 and 2 
on traffic routed via the St. Louis division of the Southern. 

Instead, there would be special line of rates on grain and 
grain products, from the Ohio and Mississippi River crossings 
to Gulf ports, including Pensacola, and to stations on the New 
Orleans and Mobile division of the Louisville & Nashville, in 
connection with the Louisville & Nashville, approximatey 25 
per cent higher than via other routes. The protest says: 

The elimination of the routes through Nashville, Birmingham, 
Tuscaloosa, Montgomery and Selma, and the routes of the Alabama 
Great Southern, C. N. O. & T. P. and the Southern Railway, the 
protest says, will destroy all transit privileges now in effect from 
Ohio and Mississippi river crossings and points beyond, to the 
destinations involved, under which the through rates’ from points 
of origin to final destination are protected, and millers and reshippers 
located on the lines of these railroads will be forced to pay the full 
local rates into the mill point and the full locals out, eliminating 
entirely such mills from competition in the buying of grain and grain 


products at Ohio and Mississippi river crossings and points beyond, 


— in the sale of the same in the Mississippi valley and at the gulf 
ports. 


The existing and proposed rates on grain and grain products 
from the Ohio and Mississippi river crossings and related points 
to points in the southease and Carolina territories are generally in 
excess of the rates on grain and grain products in the higher rated 
southwestern territory prescribed by the Commission in Arkansas 


Jobbers’ and Manufacturers’ Association vs. Directors General, 59 
I. C. C. 662 and 66 LC. C. 479. 


The protesting association said the rates, if allowed to be- 
come effective, would be used as a yardstick in the making of 
rates higher than in the higher rated territory of the southwest 
and higher than anything ever approved by the Commission for 
the southeastern or Carolina territory. 

The Mississippi Railroad Commission, by M. C. Moore, its 
rate expert, the Jackson Freight Traffic Bureau, by T. P. Good- 
win, its traffic manager, the Greenwood Chamber of Commerce, 
Yazoo City Chamber of Commerce, the Greenville Chamber of 
Commerce, Corinth Chamber of Commerce, Tupelo Chamber of 
Commerce, Aberdeen Chamber of Commerce, the Columbus 
Chamber of Commerce and the West Point Chamber of Com- 
merce, by B. F. Martin, their attorney, have joined in the pro- 
test. The Mississippians did not indulge in as picturesque 
language as was used in the League’s protest. They sedately 
called attention to the twin facts that the rates proposed for 
hoisting were those prescribed by the Commission in I, and S. 
No. 1303, 64 I. C. C. 306, which became effective April 1, 1922, 
and that the advances, both to river and interior points, ranged 
from 10 to 20 per cent, from 6 to 10 cents per 100 pounds on 
kitchen safes, furniture, canned goods, agricultural implements, 
iron and steel articles, and farm wagons, from St. Louis, Mem- 
phis, Louisville, Cairo, Cincinnati, New Orleans and other points 
of origin to all points within Mississippi. 

In their exhibit, the Mississippians showed only the present 
and proposed rates from St. Louis to typical jobbing points in 
Mississippi, but said the advances proposed from the other 
points of origin were of a like character and amount. 

They asserted that there was no need for such an increase 
in freight revenue as would result from the rates proposed, be- 
cause, in the first three months of the year the net railway 
operating income was much greater than the net for the cor- 
responding period of 1922, which was before the increases of 
1922, under I. and S. No. 1303, became operative. They pointed 
out that the Illinois Central and its subsidiary, the Yazoo & 
Mississippi Valley, had about 40 per cent of the mileage in Mis- 
sissippi and that in the first quarter of the year their revenues 
and net greatly exceeded the revenue and the net for the cor- 
responding period of quarter of the preceding year. 

In one of their exhibits the Mississippians showed increases 
on iron and steel articles from St. Louis to Jackson ranging 
from 14.5 to 25.5 cents, with most of them around 18 and 20 
cents per 100 pounds. 

In their financial exhibit they showed that in the first quar- 
ter of the year the freight revenue of the southern trunk lines 
increased from $108,968,162 to $133,224,285 and their net from 
$21,992,462 to $32,817,415. The roads included in the table were 
the- Atlantic Coast Line, Central of Georgia, Illinois Central, 
Louisville & Nashville, Seaboard, Southern, Yazoo & MississipPl 
Valley and the St. Louis-San Francisco. 


Chicago Favors Tariffs 


The Chicago Shippers’ Conference Association, through R. 
C. Ross, president, and the Chicago Association of Commerce, 
through J. P. Haynes, director of traffic, have filed the following 
with the Commission: 


It is our understanding that numerous complaints have been 
received by the Commission to certain tariffs filed by the railroads in 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo offers. 


ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 
KANSAS CITY OFFICE: 1039 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 ver Street 
CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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complance with the expressed order of the Commission that carriers 
in the Southeastern territory could no longer violate the fourth sec- 
tion of the interstate commerce law by carrying rates higher to points 
in the Southeastern territory than to points in the Mississippi Valley 
territory; said complaints request the Interstate Commerce Commis- 
sion to quapend tariffs filed by carriers and that hearings be entered 
into regarding the propriety of the rates proposed by the carriers. 
The principal tariffs for which suspension has been requested are 
Agent B. T. Jones’ I. C. C. 1408 and Supplement No. 7 to I. C. C. 
1362. Tariff I. €. C. 1408 publishes rates on the’ same commodities 
from so-called C. F. A. territory to points in the Southern territory 
on which the Interstate Commerce Commission ordered the carriers 
to cease violating the fourth section between the border points of the 
Southern sper there and the Valley territory; and Supplement No, 7 to 
I. C. C. 1862 publishes rates upon the same commodities between 
the so-called Mississippi Valley territory. These rates were 
effective July 1, in compliance with the Commission’s 


points in 
published, 
orders, 

The carriers held hearings in the latter part of April and the 
first part of May to which the shipping public of the country was 
invited; each commodity was carefully considered from all view 
points for more than a day; in some cases two and three days. Any 
adjustment of rates involving such a wide spread of territory and 
so many different rates could not possibly be a hundred per cent 
perfect, and when considered with the character of the adjustment 
ordered by the Interstate Commerce Commission it would be indeed 
surprising that the rates could possibly be entirely satisfactory to all 
of the interests. 

Representatives of the Chicago Shippers’ Conference Association 
and the Chicago Association of Commerce have been in attendance at 
practically all of the hearings of the Commission in Docket No. 13494, 
which involves the class rate adjustment to the southeast, and they 
have been in conference with the carriers informally respecting 
phases of the. Commission’s adjustments not only upon commodities 
ini - E} “Here being considered, but all commodities, and it is 
the -beHef-6f-such representatives that the carriers have honestly and 
effitiently trted by all ‘means -within their power to carry out the 
desires of the Interstate Commerce Commission, not only in the 
letter but in the spirit. It is humanly certain that no matter what 
rates were published after any investigation covered by the commodi- 
ties in these tariffs that changes in the future would have to be 
made to give justice to all parties; and it will probably be the same 
with these tariffs, that the future will develop flaws which will have 
to be corrected, but until the future develops such flaws no human 
pon forecast where they will develop and what the remedy 
shou ‘ 

The Chicago Shippers’ Conference Association and Chicago Asso- 
ciation of Commerce, representing as it does shippers who supply the 
Southeast and the Valley territories with large quantities of tonnage 
of all character and description, urges the Interstate Commerce Com- 
mission to permit the tariffs published by the carriers to becomé¢ 
effective on July 1 with the belief that as the future develops condi- 
tions necessary to the adjustment that the carriers will adjust such 
conditions satisfactorily to the parties involved. 


GOVERNMENT SAVES ON FREIGHT 


The Trafic World Washington Bureau 


In the eighteen months that the government’s transporta- 
tion business has been partly managed by practical traffic men, 
the United States treasury has saved something more than 
$628,000. That is what Gen. H. M. Lord, director of the Bureau 
iof the Budget, told President Harding, members of the govern- 
ment’s co-ordinating boards, and members of the business or- 
ganization of the government, at their fifth meeting, June 18. 

That was part of the larger story in which General Lord 
told the essential facts about balancing the budget during the 
year.and the probability that the government would complete 
the fiscal year June 30 with expenditures of approximately 
$200,000,000 less than receipts. The general said the President’s 
command to keep expenditures within income had been obeyed, 
notwithstanding the fact that some chiefs in the executive 
branch of the government deliberately planned to spend all the 
money Congress had appropriated, although the effort of the 
President was to save every dollar possible. The year was 
begun, General Lord said, with estimates of expenditures total- 
ing $3,896,000,000 and estimates of income amounting to only 
$3,073,000,000, or a prospective deficit of $823,000,000. 

The fortunate outcome was due to greater receipts than 
expected and the saving of dollars at nearly all points where 
savings were possible. General Lord was implacable in his in- 
sistence that no dollar be spent that could be saved. He caused 
some dismissals from the service because division chiefs did 
not take the President’s order seriously. All expenditures were 
reduced $215,000,000 this year. The ordinary operating expenses 
will be $256,000,000 less. The difference between the two 
figures represents expenditures for other than mere operation. 

In speaking of the transportation phase of the subject, Gen- 
eral Lord said: ; 


Nine of the larger departments and establishments have appointed 
traffic managers who answer for eighty-four traffic agencies which 
formerly handled the transportation of the nine departments. Under 
this new method of doing business the Department of Commerce ef- 
fected an actual saving in the first six months of the year of $91,600. 
This includes $39,400 saved on a shipment by the Bureau of Fisheries 
to the Pribiloff Islands. This economy was the routing for this ma- 
terial the department was directed to specify the actual material 
being shipped and to load material taking same rates in the same 
car. The term ‘medical supplies” has been used to describe ship- 
ments that turn out to be medicine, furniture, hardware, plates, 
dishes, etc., all of which articles are specifically listed in the classi- 
fication and take a far lower rating than “medical supplies.’’ By 


virtue of this proper description on the bills-of-lading of these sup- 
plies there was a saving of the department’s appropriation in freight 
costs of approximately $10,000. 

Under the lead of the intelligent personnel in the Federal Traffic 
Board we expect to so cultivate the transportation sense of federal 
personnel, and so develop the government’s traffic policies along effi- 
cient lines that whatever the emergency there will be no failure of the 
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government’s transportation agencies to function promptly, efficiently 
and economically. 


PNEUMATIC TUBE INVESTIGATION 
The Trafic World Washington Bureay 


Under docket 14969, Transmission of mail by pneumatic 
tubes in the city of New York, the Commission has instituted 
an investigation for the purpose of determining what revision, 
if any, should be made, in the rate of pay for the transmission 
of mail by pneumatic tubes ir: the City of New York, including 
the Borough of Brooklyn, by the New York Pneumatic Service 
Company. 

The tube company, under the Post Office appropriation act 
for the fiscal year of 1923, was accorded the sum of $18,500 per 
mile of double line tubes for that year. It was provided in 
the act that the tube company could apply to the Commission 
any time after October 1, 1922, and before July 1, 1923, for a 
revision of that rate, with a proviso that in no case could the 
rate exceed $19,500 per mile. The tube company, on May 21, 
1923, filed an application with the Commission asking that it 
be allowed the maximum rate. 

Hearing on the application will be had at Washington, 
July 10, before Examiner Mullen. 


NEW ROLLING STOCK 


A total of 9,876 new freight cars were placed in service 
from May 15 to June 1, according to the car service division 
of the American Railway Association. This brought the total 
number of new freight cars installed in service from January 
1, 1923 to June 1 to 65,660 cars. Of the total number of new 
cars placed in service during the first five months this year, 
box cars numbered 27,862; refrigerator cars, 7,468; coal cars, 
26,806 and stock cars, 1,696. 

The railroads on June 1 also had on order 107,079 new 
freight cars, deliveries of which are being made daily. A 
total of 161 new locomotives were also placed in service from 
May 15 to June 1, which brought the total number of new loco- 
motives installed from January 1, 1923 to June 1 to 1,697. The 
railroads also had on June one, 2,041 new locomotives on order, 


CONDITION OF CARS 


Freight cars in need of repair June 1, totaled 211,746, or 
9.4 per cent of the cars on line, according to the car service 
division of the American Railway Association. This was an in- 
crease of 1,523 over the total on May 15. Of the total number, 
155,564 or 6.9 percent were in need of heavy repair, an increase 
of 303 cars over the number in need of such repair on May 15. 
Freight cars in need of light repair totaled 56,202 or 214 percent 
of the cars on line. This was an increase of 1,220 cars during 
the semi-monthly period. 


RECEIPTS FOR MAIL 


“On July 1, Postmaster- General New will inaugurate a 
policy throughout the United States of requiring personal re- 
ceipts for all mail bearing special delivery stamps,” says a 
statement by the Post Office Department 

“This is the most sweeping inovation introduced into the 
postal system for years, as it will mean personal receipts of 
probably 100,000,000 special delivery articles, including parcel 
post. During the last fiscal year there were 74,124,951 special 
delivery articles in the mails of the United States, but no re- 
ceipt was taken for them. 

“The adoption of the individual receipt has been brought 
about for the purpose of reducing to the lowest. minimum the 
number of losses by petty larceny and otherwise of parcel post 
and other mail matter. 

“First Assistant Postmaster General, John H. Bartlett, 
under whose Bureau the execution of this policy rests, stated 
that in his judgment this order would reduce the number of lost 
pieces of mail to the value fully $1,000,000.” 


NEW HAVEN BONDS 


The New York, New Haven & Hartford has been authorized 
by the Commission to issue $3,500,000 of first and refunding 
mortgage bonds to be exchanged for a like amount of New 
England Navigation Company debentures which the New Haven 
assumed. The New Haven proposes to dissolve the navigation 
company but such dissolution, the Commission said, could take 
place only after the debentures had been retired and cancelled. 
The debentures were issued to the Old Colony Railroad Com- 
pany which is leased by the New Haven. The bonds will be 
held in the treasury of the New Haven. 


BOND GUARANTEE REQUEST 


The Central of Georgia has asked the Commission for au- 
thority to guarantee $1,000,000 of twenty-year five per cent first 
mortgage gold bonds of the Ocean Steamship Company of Sa- 
vannah, a subsidiary. The bonds are to be sold to the Citizens 
and Southern Company of Savannah. The bonds are needed for 
refunding purposes. 
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SAN DIEGO B&B 
Ship via the shortest and fastest route to the Orient. 
An express service at freight rates by an American 
company for American shippers, between 


Puget Sound and Yokohama, Kobe, Shanghai, 
Hong Kong and Manila 
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We Must Have 


Foreign Trade 11 days to Yokohama 16 days to Shanghai 


13 days to Kobe 20 days to Hongkong 
24 days to Manila 


OUTWARD SAILINGS—from Seattle 


This country produces annually 15 per cent 
more than it consumes. Left in the United 
States, this surplus is not only worthless—it is 
a serious menace. Excess stocks force pro- 
ducers prices down to bankruptcy levels, cre- 
ating unemployment and diminishing buying 
power. 

The prosperity of our country depends on find- 
ing an outlet for the surplus in foreign markets. 
And there are potential foreign markets, 
aplenty, where their local industries are suf- 
fering from over-production of the goods that 
we need. 


The development of trade with these localities 
must be accompanied by the growth of adequate 
systems of transportation. We want trans- 
portation lines whose primary business is to 
build up American trade. Disinterested or com- 
peting foreign companies cannot adequately 
serve us. 


The logical instrument for building up our 
foreign trade is the Merchant Marine. Its pri- 


* Combination freight and passenger, length 585 feet, 21,000 tons, speed 20 
knots. Through bills of lading issued in connection with our Hong Kong- 
Java feeder service. , 

** Cargo berth service to Japan, North China, Shanghai, Yokohama, Kobe, 
Vladivostok, Hankow, Dairen, Tientsin and Tsingtao. 

*** Cargo berth service to Japan, South China and Philippine Islands. 


mary interest is American Shipping. because its 
success depends on American trade. It now 
maintains lines of transportation adequate to 
meet the needs of the American Shipper; and 
it provides facilities unexcelled by the vessels 
of any foreign country. 

The manufacturer and trader who looks for- 
ward to big business abroad needs the friendly 
service of these fleets of American Ships. Ex- 
pansion in foreign. trade goes hand in hand 
with the development of the Merchant Marine. 


For rates, space and other information apply: 


New York—17 State Street. Phone Bowling Green 5625. 
San Francisco—60 California Street. 


Chicago—Merchants Loan & Trust Bidg., 112 W. Adams Street. 
Phone Randolph 7739. 


Los Angeles—322 Citizens Bank Bldg. 
Seattle—409 L. C. Smith Bldg. 


L. L. BATES, General Freight Agent SEATTLE, WASH. 


Operating 


U.S. Government Vessels 
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Digest of New Complaints 


No. 14908. Sub. No. 10. Toberman, Mackey & Company, St. Louis, 
Mo., vs: Chicago & Alton, 

Complainant asks reparation for reconsigning charges paid on 
shipments of hay and straw arriving 6n defendant’s public team 
tracks at East St. Louis, Ill, and St. Louis, Mo., alleged to 
have been collected in violation of published tariff rules. 

No, 14925. amen States Farm Sales Co., Salina, Kansas, vs. Santa 
Fe et al. 

Unjust, unreasonable and discriminatory rates on, harness, 
saddlery, halters, halter ties, collars, leather or steel, bridles, in 
Official Classification and’ Western Classification territories. Asks 
cease and degist order, third class carload rating on the com- 
modities named; minimum weight 24,000 pounds, and reparation. 

No. 14926. Rosiclare Lead and Fluorspar Mining Co. et al., Wash- 
ington, D. .C:, vs. Mobile & Ohio et al. 

Alleges that rate of $4.50 per gross ton on fluorspar, from 
Mobile, Ala., and Pensacola, a., to East St. Louis, Ill., is un- 
duly low in comparison with rates from complainants’ shipping 
points and is unreasonably preferential to importers of fluorspar 
through Pensacola and Mobile and unduly prejudicial to com- 
plainants and their section of the country; also alleges that rate 
is not one as will under honest, efficient and economic manage- 
ment earn a fair return on the value of the railway property of 
the defendants used in the service of such transportation. Asks 
cease and desist order, just, reasonable, non-prejudicial and non- 
discriminatory rates. 

No. 14927. Oklahoma Millers’ Association, Oklahoma City, Okla., vs. 
Santa Fe et al. 

Preferential and prejudicial rates on flour and grain prod- 
ucts taking same rates from all points in Oklahoma, Kansas, 
Nebraska, Missouri and Colorado to points in Texas and Louisi- 
ana which are about 5 cents per 100 pourids higher than the 
rates concurrently maintained on wheat and other grain, car- 
loads, from and to the same points. Asks cease and desist order, 
oe which do not exceed those on wheat from and to the same 
Points. 

No. 14928. Headington and Hedenbergh, Sioux City, Iowa, vs. Di- 
rector General, as agent. 

Unjust and unreasonable rates in violation of section six on 
shipments of strawberries from Aroma, Mo., to Sioux City, Iowa. 
Asks reparation. 


No. 14929. Northwestern Terra Cotta Co., Chicago, Ill., vs. P. C. C. 
& St. L. et al 
Unjust and unreasonable and discriminatory rates of $2.24 
per net ton on numerous cars of broken stoneware and broken 
tile from Brazil, Ind., to Chicago, Ill. Asks cease and desist 
order, just and reasonable rates and reparation. 
No. 14930. W. M. Fain Grocery Co., Murphy, N. C., vs. L. & N. et al. 
Unjust, unreasonable, preferential and prejudicial rates in 
violation of long-and-short-haul clause on watermelons from At- 
lanta, Ga., to Murphy, N. C. Asks cease and desist order, just 
and reasonable rates and reparation. 
No. ee ts ee ta Box Board and Paper Co., LaFayette, Ind., vs, 
ga . et al. 


PR ag unreasonable, discriminatory, preferential and preju- 
cia 


rates on strawboard from LaFayette, Ind., to Nashville, 
Tenn. Asks cease and desist order and just and reasonable rates. 
No. 14932. John A. McGarry & Co., Chicago, IIl., vs. Wabash, 

Attacks demurrage charges on eight tank carloads of asphalt, 
unloaded at Lakeville, Ind., during November and December, 1921. 
Asks reparation. ’ 

No. 14933. Campbell Construction Co., Minneapolis, Minn., vs, La 
Crosse & Southeastern. 

Unlawful demurrage charges on shipments of sand, gravel, 
crushed stone and other commodities at Viroqua, Wis., because 
defendant collected demurrage from date of arrival of cars at 
Viroqua, whereas demurrage tariff provided charges should be 
assessed from time cars were actually placed on complainant’s 
spur track. Asks reparation. 

No, 14934. Nestle’s Food Co., Inc., New York City, vs. Chicago & 
Northwestern et al, 

Unjust, unreasonable, discriminatory and preferential or preju- 
dicial rates on condensed and evaporated milk from Lodi and 
Reedsburg, Wis., to Chicago and Clearing, IIl.. because in excess 
of rates from Fond du Lac, New London, Watertown and other 
points in the same producing territory. Asks cease and desist 
order, just and reasonable rates and reparation. 

No. 14935. Mistletoe Creameries, on behalf of Nissley Creamery Co., 
Fort Worth, Tex., vs. Santa Fe et al. 

Excessive, unjust and unreasonable third-class rates on butter,” 
carloads, from-points in Oklahoma, Kansas, Missouri and other 
states, to Fort Worth and San Antonio, Tex. Asks reparation. 

No, hye 9 — No. 1. Texas Creamery Co., Houston, Tex., vs. Santa 

e et al. 

Same complaint and prayer as to shipments of butter to Beau- 
mont, Tex.; also asks cease and desist order and continuation of 
existing transit privileges with such rates as may be prescribed 
by the Commission. 

No. 14936. Iola Cement Mills Traffic Assn. et al., Kansas City, Mo., 
vs. Arkansas Western et al. 

Unjust, unreasonable, prejudicial rates, in violation of the long- 
and-short-haul clause on cement from Chanute, Fredonia, Mildred, 
Humboldt and Independence, l.an.,-and Dewey, Okla., via inter- 
state routes, to destinations in Oklahoma. Asks cease and desist 
order, just and reasonable rates, and reparation. 

JINo. 14936, Sub. No. 1. The Ash Grove Lime and Portland Cement Co., 
Chanute, Kan., vs. Santa Fe et al. 

Unjust, unreasonable and prejudicial rates on cement from 
Chanute, Kan., to Waynoka, Okla. Asks for reparation. 

‘No, 14937. American Hide and Leather Co., New York, N. Y., vs. 
‘Director General, as agent. 

Unjust and unreasonable rates on 68 carloads of tan bark from 
Wild Cat Spur, Wis., to Sheboygan, Wis., because a rate of 16 
cents exceeded 12% cents per 100 pounds. Asks reparation. 

‘No, 14938,  sppeneeues Refining Co., St. Louis, Mo., vs. Alton & South- 
ern et al. 

Unjust and unreasonable rates on 161 carloads of crude petro- 
leum oil from Mexia, Bass and Burnham, Tex., to East St. Louis, 
Ill. Asks reparation. 

fNo. ae Indiana Board and Filler Co., Marion, Ind., vs. Wabash 
et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
‘baled straw from Ivesdale, Bement, and Cushman, IIl., 
to Marion, Ind. Asks neparation. 
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No. Pas 3g — Petroleum Corporation, Los Angeles, Cal., vs, 
Complainant alleges that during federal control, while the 
rule governing equalization of loaded and empty mileage of 
privately owned tank cars was suspended, it shipped three car- 
loads of napatha from Los Angeles, Ca., to Norwood and Provi- 
dence, Rhode Island. Subsequent to federal control the tank 
cars were returned empty to Los Angeles, in part via defend. 
ant’s line, for which movement defendant has demanded pay- 
ment under the equalization rule now published in Fairbanks’ 

I. C. Cc. 11, and Kelly’s I. C. C. 1197. Complainant contends 

that said rule is not authority for collection of charges de- 

manded, but if the Commission should find the rule authorizes 
such collection, the rule is unreasonable, unjustly discriminatory 
and unduly prejudicial. Asks cease and desist order and waiver 
of outstanding undercharges. 

No. 14943. Fort Smith Commission Company, Fort Smith, Ark., vg, 

Director General and Dardanelle & Russellville Railroad. 

Unjust and unreasonable rate on carload of sweet potatoes 

from Russellville, Ark., to Spokane, Wash., shipped Jan. 1, 1920, 

Asks reparation. 

No. 14944. Frank M. McKey, trustee, the Eney Shortening Co., in 
bankruptcy, Chicago, Ill., vs. Director General et al. 
Unjust_and unreasonable rates on edible tallow from Bisbee, 

Ariz., to Chicago, Ill, in November, 1919. Asks reparation. 
No. 14945. Minnesota & Ontario Paper Co., International Falls, Minn., 

vs. Director General, as agent, B. & O., et al. 

Unjust and unreasonable rates on wood pulp from International 
Falls, Minn., to various destinations in Ohio, Indiana and Michi- 
gan. Asks reparation. 

No. 14946. Vye Grain Co., Minneapolis, Minn., vs. C. M. & St. P. et al, 
Unjust and unreasonable rates on shelled corn from points 
in South Dakota to Seattle and Everett, Wash. Asks just and 
reasonable rates and reparation. 
No. 14947. Trenton Smelting & Refining Co., et al, Trenton, N. J, 
vs. Pennsylvania et al. 

Unjust and unreasonable rates on spelter, from Trenton, 
N. J., to Wier Branch and Cambridge, Mass., and Stanford, 
Springdale, Cheshire, Bridgeport and Waterville, Conn. Asks 
lawful rates and reparation. 

14948. National Association of Waste Material Dealers, Inc., New 
York City, vs. D. L. & W. 

Alleges that receipt of waste paper and rags at defendant's 
stations, warehouses and terminals at other points on its line, 
including stations in Bronx Borough and Brooklyn and from points 
within the New York Harbor lighterage limits and refusal to 
accept similar shipments at the defendant’s pier stations or ter- 
minals in the Borough of Manhattan subjects the shippers of rags 
and waste paper who are located in the Borough of Manhattan to 
undue and unreasonable prejudice and disadvantage. Asks cease 
and desist order and that defendants be required to cancel any 
and all restrictions which now prohibit the acceptance of rags 
and waste paper at defendant’s stations or terminals in New 
York, and for the establishment of just and reasonable rules and 
regulations. 

No. 14949, Randall Brothers, Atlanta, Ga., vs. L. & N. et al. 

Unjust,_unreasonable rates, in violation of section 6, and the 
long-and-short-haul clause of section 4, on coal from points in 
Kentucky to a point between Atlanta and Sawtell, which is 4 
miles south of Atlanta and is at the lower end of the switching 
limits of Atlanta. Asks reparation. 

No. 14949 (Sub. No. 1.) W. R. Smith, Atlanta, Ga., vs. Same. 

Same complaint and prayer as to shipments of coal from points 
in Kentucky and Tennessee to same destination. 

No. 14949 (Sub. No. 2), T. A. Hinson Coal Co., Atlanta, Ga., vs. Same. 

Same complaint and prayer as to shipments of coal from points 
in Kentucky and Tennessee to same destination. 

No. 14949 (Sub. No. 3). White Coal Co., Atlanta, Ga., vs. Same. 

Same complaint and prayer as to shipments of coal from points 
in Kentucky and Tennessee to same destination. 

No. 14949 (Sub. No. 4). Fulton Ice & Coal Co., Atlanta, Ga., vs. Same. 

Same complaint and prayer as to shipments of coal from points 
in Kentucky and Tennessee to same destination. 

No. 14950. United Collieries, Inc., et al., St. Charles, Va., vs. Southern 

Railway et al. 

Complainants, owning and operating bituminous mines on the 
Southern in Lee Co., Va., and also served by the L. & N. and 
have the status of joint mines, but are dependent on the Southern 
for coal car supply; alleges the Southern has failed to furnish 
reasonably adequate car supply; to make just and reasonable dis- 
tribution of cars; and has failed to count cars furnished. Asks 
cease and desist order, just, non-discriminatory, non-prejudicial 
rules, regulations and practices, as to distribution fo cars. 

No. 14952. Gilinsky Fruit Co., Omaha, Neb., vs. Director General. 

Unjust, unreasonable and illegal rates on fresh (green) apples 


from Ft. Sumner, N. M., to Omaha, Neb,. in September, 1919. 
Asks reparation. 


No. 


RATES ON WASTE PAPER, ETC. 


At a hearing in Chicago June 20, before Examiner Hillyer 
on I. and S. 1826, the carriers and protestants stated that they 
had reached an agreement. The tariff in question involved rates 
on waste paper rags and shoddy dust between Chicago and 
Milwaukee rate points. The proposed tariff raised the minimum 
carload from thirty to forty thousand pounds and the rate from 
eight to ten cents. The compromise was effected on a basis of 
a minimum weight of thirty thousand pounds and a rate of 9% 
cents. 





CIVIL SERVICE EXAMINATIONS 


The United States Civil Service Commission announces 
an open competitive examination for examiner of accounts to 
fill vacancies in the Bureau of Accounts, the Bureau of Value 
tion and in the Bureau of Finance, Interstate Commerce Com- 
mission, at entrance salaries ranging from $2,100 to $3,900 a 
year, and vacancies in positions requiring similar qualification 
and a similar competitive examination for accounting 40 
statistical clerk to fill vacancies in the Commission at entran® 
salaries ranging from $1,500 to $2,100 a year, plus the increas 
of $20 a month, and vacancies in positions requiring similar 
qualifications. 
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Docket of the: Commission 





ote. items in the Docket marked with an asterisk (*) are new. 


bate been added since the last issue of The Traffic Worid. Cancel- 
ions and postponements announced too late to show the change In 
his Docket will be noted elsewhere. 


The Texas Mexican Railway et al.. 


June 25—Washington, D. C.—Examiner Davis: 
* Finance Docket In the matter of the joint application of the 
Trap Hill Telephone Co. and the Chesapeake & Potomac Telephone 
Co. of West Virginia for a certificate that the proposed sale of 
certain telephone property by the former to the latter will be of 
advantage to the persons to whom service is to be rendered and 
in the public interest, 
June 25—Chicago, Ill.—Examiner Hillyer: 
aao Creosoting Co. vs. La. & Pac. Ry., Director Gen- 
eral et al. 
June 25—New York, N. Y.—Examiner Mackley: 
14746—Italian Government Commission vs. Director General. 
June 25—Austin, Tex.—Examiner Weaver: 
14807—Alexander Grocery Co. et al. vs. B. 8S. L. & W. Ry. et al. 
June 25—Akron, O.—Examiner Howell: 
14818—The Goodyear Tire and Rubber Co. vs. A. €. & Y. Ry. et al. 


June — York City, N. Y.—Commissioner Hall and Examiner 


12964—Consolidation of Railroads. 
June 25—Argument at Washington, D. C.: 
es are Corporatien Commission et al. vs. Arizona Hastern 
" e 
June 25—Chicago, Ill.—Examiner Hillyer: 
14837—Burson Knitting Co. vs. B. & O. R. R. et al, 
June 25—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 251—In re the tentative valuation of the prop- 
erty of Munising, Marquette & Southeasiern Railway Company, 
June 26—Chicago, Ill—Examiner Hillyer: 
14816—Aluminum Goeds Mfg. Co. et al. vs: A. & V. Ry. et al. 
June 26—New. York, N. Y.—Examiner Mackley: 
14813—Strauss & ‘Adler, Inc., vs. Pa. R. R. et al. 
June 26—Argument at Washington, mm. Gs 
13614—The Hanging Rock Iron Company vs. N. & W. Ry. et al. 


14032—-N. & G. Tayler Company, Inc. vs. Director General, Lehigh 
Valley R. R. et al. 


1. and S. 1817—Restrictions in transit privileges on cotton, cotton 
linters or regins at certain aoe points, 
June 27—Chicago, Ill.—Examiner Mone 
* 1, & S. 1839—Fresh meats Minsibsinet River crossings to eastern 
destinations. 
June 27—Houston, Texas—Examiner Weaver: 
* |. and S. No. 1828—Roasted coffee, less carloads, Atlantic Seaboard 
to Galveston, Texas, and related points. 
june 27—Boston, Mass.—Asst. Chief Examiner Butler: ; 
2 ¥* ae Railroad Company et al. vs. Boston & Maine RaiJroad 
et 
June 27—Houston, Tex.—Examiner Weaver: 
* |,.and S. 1831—Petroleum, Kansas and Oklahoma to El Paso, Tex., 
and group. 


oume 27—Argument at Washington, D. C.: 


3659—Gorgas-Pierie Manufacturing Company vs. Director General. 
187tt Standard Oil ee (New Jersey) vs. Director General, 


et al 
3620 (and Ran 1 to 5, Incl. 9 we owe Oil Company (New Jersey) 
vs. Director General, B. & O t al. 


13795—Metal & Thermit BF RY we , —_ General. 
13955—Pittsburgh Crucible Steel Company vs. Director General, P. 
. R.-Western Lines. 
June 27—Chicago, Ill.—Examiner Hillyer: 
14730—National Association of Ice Cream Manufacturers vs. Ameri- 
can Raflway Express Co. et al. 
June 28—Oklahoma City, Okla.—Corporation Commission of Oklahoma: 
* Finance Docket 2921—In the matter of the application of the Ponca 
City Oil Field R. R. Co. for a certificate of public convenience and 
necessity authorizing it to construct a line of railroad. 
June 28—Chicago, Ill.—Examiner Money: 
* |. and S. No. 1834—Minimum weights on furniture between points in 
Western Trunk Line territory. 
June 27—Indianapolis, Ind.—Examiner <~“y .8 
14865—The Hinde & Dauch Paper Co. vs. Cc. Cc. & St. L. Ry. et al. 
11894—Indiana Rates, Fares and Charges Tae questions raised by 
Commission’s orders of March 5-and May 7). 
eqns 28-29—Argument at sreshingten, dD. Gs: 
13930—Express rates, 1922. 
14349—Ypsilanti Reed Furniture Co. et al. vs. American Railway Ex- 
press Lo. 
June 28—Kansas City, Mo.—Examiner Donnally: 
14503—The Larabee Flour Mills Corp. vs. leerngd General, 
June 29—Washington, D, C.—Examiner Marchan 
Valuation ‘Docket No. In re tentative risen of the property 
of Manchester & Oneida Railway Company. 
June 29—New York, N. Y.—Examiner Mackley: 
he x ane York Stable Manure Co. vs. Director General, Pa. R. R., 


ahes ph ee, Ga.—Examiner ay 
9966—Hudson Mule Co. et al. vs. & N., Director General et al. 
9967—Hudson Mule Co. et al.. vs. % & N., Director i noe et al, 
a ae Mule Co. et al. vs. N. C. & St. L. R , Director Gen- 
eral, e 


(Hearing for sole purpose of = em proof of ast as to ship- 
ments subsequent to May 8, 9.) 


June 29—New York, N. Y. wir Proce eockey 
14858—Edward D. Murphy and Wm. ay A trading as Murphy 
Bros., vs. New York Central R. R. 
oe 30—Terre Haute, Ind.—Examiner Howell: 
- 4 S. 1815—Proportional rates on hay, from T. St. L. & W. R. R. 
” stations to Cairo, Ill, and Evansville, Ind., when destined to 
southeastern and Carolina territories. 


June 30—Shreveport, La.—Examiner Weaver: 
14842—Caddo entral. Nes and Refining Corporation vs. Director Gen- 


al. 
14842 (Sub. No. Gadd Central Oil and Refining Corporation et al, 
vs, K. C. S. 


July 2—New rom ‘City—Examiner Mackley: 
* 1. & S. 1841—Creosote oil from Birmingham, Ala., group. points to 
Ohio and Mississippi River crossings. 
“, 2—Birmingham, Ala.—Examiner Butler: 
14780—American Cast Iron Pipe Co. vs. L. & N. R. R. et al. 


July 2—Kansas City, Mo.—Examiner Donnally 
13623—The Arkansas City Sand Co. et al. vs. St. L.-S. F. Ry. 
po 2—Monroe, La.—Examiner Weaver: 
14848—The Peerless Carbon Black Ba vs. Ark. & La. Mo. Ry. et al, 
14850—E,, J. Deas Company vs. K. C. S. R. R. et al. 
~*~ 2—La Crosse, Wis.—Examiner ie, 


—Traffic Bureau Chamber of Commerce, La Crosse, Wis., et al. 
vs. Great Lakes Transit Corporation et al. 


“~ Se porie, Ill.—Examiner Howell: 


i—The Keystone Steel and Wire Co. vs. Director General, In- 
“ae Harbor Belt R. R. et al. 


“4 5—Monmouth, Ill.—Examiner Howell: 
‘Western Stoneware Co. et al. vs. C. B. & Q. R. R. et al. 
al 5—Duluth, Minn.—Examiner Hillyer: 
1 Duluth Iron and Metal Co. vs. Director General, 
14438—Duluth Boiler Works vs. A. T. & S. F. Ry. et al. 
14438 (Sub. No. 1)—Duluth Boiler Works * A. T. & S. 
July SSortiend, Me.—Examiner Mackley 
W. Thaxter & Co. vs. Director General, 
a 5—Jackson, Miss.—Examiner Weaver: 
= oo Oil and Fertilizer Co. vs. Director General, C. of Ga. 


t al. 
dul y > ae at Washington, D. 


C.: 
luation Docket be ig . tentative valuation of the property of 
the Death Valley R. 


Valuation Docket Pinky “ tentative valuation of the property of 
the Gulf Terminal Co. —" o 


Valuation Docket 150—In re tentative valuations of the properties of 


Bangor & Aroostook R. R. Co., Northern Maine Seaport Railroad 
Co., and Van Buren Bridge Co. 


Valuation Docket 168—In re tentative valuations of the properties 


of Chicago, Indianapolis & Louisville Ry., Indianapolis & Louis- 
ville Ry. Co. and Indiana Stone R. R. Co. 


Valuation Docket 210—In re tentative valuation of the property of 
Sainte Marie Union Depot Co. 


Valuation Docket 225—In re tentative valuation of the property of 
Middletown & Unionville R. R. Co. 


Valuation Docket 237—In re tentative valuation of the property ot 
the Carolina & Tennessee Southern Ry. Co. 
a mm Joseph, Mo.—Examiner Donnally: 
14439—T 


he News [orem doing business as the St. Joseph 
News-Press, vs. Mo. Pac. R. R. et al. 


14439 (Sub. No, 1)—The News Corporation, some business as the 
saat —— hag Aa Press, vs. C. G. W. R. R. 
4439 (Su )—The News Corporation, . * business as the 
“ee Joseph News-Press, vs. C. R. I. & P. Ry. et al. 
-~ 5—Chattanooga, Tenn. —Examiner Butler: 
bas ~~~ Speemaaeae Excelsior Co. vs. Director General, C. N. O. & T. 
y. 


July _5—Los Angeles, Calif.—Commissioner Aitchison and Examiner 
Eshelman: 


14778—City of Los Angeles vs. Los Angeles & Salt Lake R. R. et al. 
July 6—Memphis, Tenn.—Examiner McChord: 
* |. and S. No. 1836—Charcoal from Memphis, Tenn., to eastern and 
Virginia points. 
July 6—Nashville, Tenn.—Examiner Butler: 
14694—Traffic Bureau of Nashville et al. vs. Director General, B. & 
O. R. R. et al. 
July 6—Kansas City, Mo.—Examiner Money 
I. and S, 1830— 


Distance rates on grain oma grain products between 
St. Louis-San Francisco Ry. stations. 


July 6—Memphis, Tenn.—Examiner McChord 

Il. and S. 1832—Peaches, C. L., from Ohio and Mississippi River 
crossings to Mississippi Valley. 

o“ 7—Davenport, Ia.—Examiner Howell: 

“eat Bureau, Davenport Commercial Club et al. vs. Director 
General, T. & S. F. Ry. et al. 

12008-—Burlinigton Shippers’ Assn. et al. vs. Director General, Ark. 

en 

i Bo irk. —Examiner Weaver: 

Jonesbor Freight Bureau et al, vs. St. L.-S. W. Ry. et al. 

Jey 7—Superior, Wis.—Examiner Hillyer: 

779—Great Western Paper Co. vs. C. & E. I. Ry. et al. 

July 7—Omaha, Neb.—Examiner Donnally 

14740—Sunderland Bros. Co. vs. Director General et al. 

ac eH ‘Washington, D. C.—Examiner Wagner: 

1—Winding Gulf Colliery Co. vs. C. & O. Ry. et al. 

July 9—Louisville, Ky.—Examiner McChord: 

Portions of Fourth Section applications 1625 and 1780, filed by C. C. 
McCain and 2063 filed by J Tucker, class and commodity rates 
from the _ Buffalo- Pittebureh and Johnstown-Cumberland_terri- 
tories to Hopkinsville, Ky. (In connection with Docket 14688.) 

July 9—Fall River, Mass.—Examiner Mackley: 3 

* 14492—Fall River & Norfolk Steamship Co., Inc., vs. Seaboard Air 
Line Ry. Co. et al. 

July 9—Lansing, Mich.—Michigan Public Utilities Commission: 

* Finance Docket 2805—In the matter of the application of the De- 
troit Grand Belt R. R. Co. for a certificate of public convenience 
and necessity authorizing it to construct a line of railroad. 

” 9—Portsmouth, O.—Examiner Butler: 

78—Peerless Lumber Co. vs. Director General. 

}4714_—Whiteker-Glessuer Co, et ai. vs. C. & O. 
eral, et al. 

July 9—Kansas City, Mo.—Examiner Money: 

i. and S. 1833—Switching at Kansas City, Mo.: 


F. Ry. et al, 


Ry., Director Gen- 
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This 
STRONGER TRUSS 
Insures 80% to 70% 
More Protection to 
GoodsShipped in Mid- 
West Shipping Boxes. 


Do the Liners on Your 
Shipping Boxes Comply with 
Railroad Specifications? 


If not—then there may be trouble brewing 
either for you cr for your consignee in the 
shape of extra freight charges. This is a 
point which you really cannot afford to over- 
look. The rulings on the subject are clear 
and to the point, laid down for the protection 
of consignor as well as the consignee at the 


other end of the line. 


High, strong, resilient corrugations and high test 
liners form the right combination which never fails 
to impress with its always satisfactory performance— 
and that is the reason why hundreds of the country’s 





Three Distinctive 
Mid-West Features 


1—Waterproof Container: 


For every occasion requir- 
ing complete protection 
against moisture or wet 
conditions. 


2—Triple Tape Corners: 


A strong reinforcement 
which prevents tapes from 
splitting and peeling. 


3—Offset Score: 


Insures a positive tight 
closing contact of end flaps. 





leading shippers em- 
ploy the Mid-West 
“Perfect Package’ 
Shipping Box. 


Logically—the low priced 
box cannot possibly pos- 
sess the best wearing 
quality. Don’t forget that 
70% of the cost of a cor- 
rugated fibre board box is 
raw material. “Play Safe.” 
Insist that your liners 
comply with railroad speci- 
fications. Make your or- 
ders read—Mid-West. 


Big shippers have profited to the extent of 
thousands of dollars by using our “Perfect 
Package” Data Sheet. Yours free on request. 


MID-WEST Box COMPANY 

















GENERAL OFFICES: 18th Floor Conway Bldg., CHICAGO, ILL. 


Corrugated 
Fibre Board 
| Products 


Solid 
Fibre Board 





Factories: 


Anderson, Ind. 
Kokomo, Ind. 
Chicago, Ill. 
Cleveland, O. 
Fairmont, W.Va. 
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(Second Port U. S. A.) 









No Congestion—No Delay 


Open Throughout the Year 


TRANSPORTATION 


constitutes the measure of a port’s efficiency 
as well as its possibilities for expansion 


THE PORT OF NEW ORLEANS 


is efficiently served by these railroads: 



















Gulf Coast Lines, Missouri Pacific Ry., 
‘Illinois Central R. R., N. O. Great Northern R. R., 
Yazoo (& Miss. Valley R. R., Southern Ry. System, 
Louisville ( Nashville R. R., Southern Pacific System, 
La. Ry. @ Navigation Co., Texas (@ Pacific Ry., 
Louisiana Southern R. R., New Orleans ©, Lower Coast R. R. 





A TOTAL OF 48,375 MILES of easy grade, well 
equipped Railroads which, with their connections, 
radiate to all parts of the country, supplying de- 
pendable inland transportation for exports and 
imports 


A publicly owned Belt Railroad serves all Public Docks 


— also — 


Ninety-four Steamship Lines connect New Orleans with 
all World Ports 


For further information address 


BOARD OF COMMISSIONERS OF THE PORT OF NEW ORLEANS 


(An Agency of the State of Louisiana) 
New Orleans, La. 
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The San Antonio and Aransas Pass Railway Co, 
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SPEEDY, 


ACCURATE, 
AND 


ACCOMMODATING 
PERFORMANCE 





Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 


time between terminals shown below, also to Mexico via Laredo. 


FROM Waco Houston San Antonio | Corpus Christi Alice Larede via Alice 
ee, rei: 33% hrs. 24 hrs. 26 hrs. 24 hrs. 354 hrs. 
Cameron....| _........ hrs. 20 « 22“ 20 « — = 

32 18 * a 19 « 
onio je 1 « 9« 














Proportionate service to above is rendered to all intermediate points. 








List of Direct Connecting Rail Lines: 
Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 
Gulf Coast Lines 
Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 
Southern Pacific Lines 

Antonio. Uvalde & Gulf R. R. 
San Antonio Southern Ry. 
St. Louis Southwoptern Ry. (Cotton Belt) 

y. 

ty & Brazos Valley Ry. 

Texas Mexican Ry. 
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Our Golden Jubilee—50 Years in Cuba 


“MORGAN LINE” Steamship Service Established in 1872 
and Maintained Unbroken for Over 50 Years 


Between 


New Orleans—the Crescent City 


and 


HAVANA —The Beautiful Capital of ‘‘The Gem of the ANTILLES’’ 


Passenger and Freight Steamers leave New Orleans and Havana every Saturday 
Morning at 10 o’clock, arriving at destination early Monday Morning. 


Central Terminals, Prompt Delivery, Special Attention to Customs Papers by 
Experienced Staff, Comfortable Passenger Accommodations and Excellent 
Cuisine are a few of the features that have earned for this line the continued 
patronage of discriminating shippers and travelers for half a century. 


For rates, space reservations or other 
information, address any agent of the 


weet rier. 2s eI iC LINES 





